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INAUGURAL MEETING 


20 January, 1933 (morning). 


ProvisioNaL CHAIRMAN : Sir EVELYN CECIL, 
MEMBER OF THE PERMANENT COMMISSION OF THE ASSOCIATION. 


— The Meeting was opened at 9 o’clock. 


The Chairman, — Gentlemen, I have 
been requested by the Permanent Com- 
mission to instal the 4th Section and 
make up its Bureau. I shall begin by 
welcoming the Delegates and wishing that 
their work may be very successful. It is 
our task to examine two very interesting 
questions, in particular that dealing with 
rail and road competition, and I am sure 
your discussions will mean a further step 


ITi—4 


towards an equitable solution of this 
much debated problem. 

On behalf of the Permanent Commis- 
sion, I wish to propose, as President of 
the 4th Section, H.E.Mahmoud Chaker Bey, 
Under Secretary of State at the Egyptian 
Ministry of Communications, who is an 
eminent man in the railway world and 
will doubtless preside over your discus- 
sions with the same ability he has shown 
throughout his career. (Applause.) 

I also propose, on behalf of the Per- 
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manent Commission, as Principal Secre- 
tary, Mr. A. Attarp, Manager of the Bel- 
gian National Light Railways Company. 
(Applause.) 


— H. E. Mahmoud Chaker Bey and 
Mr. Allard then took their seats. 


The President. — Gentlemen, I heartily 
thank you for the honour you have done 
me in designating me to preside over the 
4th Section. The presence of such emi- 
nent railway leaders is a sure guarantee 
that the important and very interesting 
questions which we will discuss in our 
meetings will be examined very carefully 
and that our final decisions will improve 
the welfare of the railways and the rail- 
waymen. (Applause.) 

We will now proceed to the appoint- 
ment of the Vice-Presidents. I wish to 


propose the following Gentlemen for 
these functions : 


Messrs. H. B. Bover, European Freight 
Agent, Pennsylvania Railroad 
Company. 

A. Wasiutynski, Vice-Président 
du Conseil technique au Mi- 
nistére des Communications 
(Poland). : 

A. A. Lispoa dE Lima, Sous-Di- 
recteur général au Ministére 
des Colonies (Portugal). 

HENNING, Inspecteur en chef ad- 
joint au Directeur de |’Exploi- 
tation, Société Nationale des 
Chemins de fer belges (Bel- 
gium). 


— The Section then completed its Bu- 
reau and drew up a provisional Agenda. 


— The Meeting was closed at 9.30. 


[ 588. 524 & 3838. 587] 


QUESTION X. 
Instances of the application in a railway department of 
the scientific organisation of work. Co-operation of the 
staff towards increased efficiency and its participation. 
in the profits. 


Preliminary documents. 


ist report (Belgium, Spain, France and 
their Colonies, Great Britain, Dominions 
and Colonies, Luxemburg, Holland, Por- 
tugal and their Colonies), by Messrs. E. 
Soutez and M. Btiocw (See Bulletin, 
July 1932, p. 1329, or separate issue 
No, 21.) 


2nd report (All countries except Spain, 
Portugal, France, Great Britain, Domi- 
nions and Colonies, Belgium, Luxemburg, 
Holland, Denmark, Norway, Sweden, Fin- 
land, Germany, Switzerland, Czechoslova- 
kia, Bulgaria, Greece, Rumania, Jugo- 


slavia, Turkey and Poland), by Messrs. L. 
Tosti and C. Vateri. (See Bulletin, July 
1932, p. 1211, or separate issue No. 18.) 


3rd report (Denmark, Norway, Sweden, 
Finland, Germany, Switzerland, Czecho- 
slovakia, Bulgaria, Greece, Rumania, Ju- 
goslavia, Turkey and Poland), by Messrs. 
Merevutza and Panaitopou. (See Bulletin, 
October 1932, p. 1923, or separate issue 
No. 32.) 


Special Reporters : Messrs. E. SouLez 
and M. Burocu. (See Bulletin, January 
1933, p. 182.) 


DISCUSSION BY THE SECTION. 


Meeting held on the 23 January, 1933. 


PresipEnt : H. E. MaAnmoup CHAKER Bey. 


—— The Meeting is opened at 9.30 a, m. 


The President. — Gentlemen, we will 
now deal with the first question on the 
agenda of the 4th Section, that is to say 
with Question X. 

The first speaker is Mr. Sou.Ez, who, 
in collaboration with Mr. Biocu, drew up 
the special report summing up the differ- 
ent reports presented. 


Mr. Soulez, Special Reporter. — Mr. Pre- 
sident, Gentlemen, as you know Ques- 
tion X, which this Meeting now has to dis- 
cuss, was included in the agenda by the 
Permanent Commission to meet the wish 
expressed, at the Madrid Congress, that 
the scope of Question XV then under dis- 
cussion and worded as follows : « Co-op- 
eration of the staff towards increased 
efficiency and its participation in the 
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profits » should be widened. In addition 
the Permanent Commission was then 
much preoccupied by the capital import- 
ance of the scientific organisation of 
work on the railways. Three reporters 
were consequently chosen to make a 
thorough study of this double question 
‘as regards Railway Administrations be- 
longing to the Association. The three re- 
porters sensibly adopted the same ques- 
tionnaire, and drew up the reports on 
the question in the same way, and we can 
say that their summaries very closely 
agreed with one another. 


I should like, first af all, to say that, 
imitating in this respect the reporters, 
Mr. Bloch and myself did not consider it 
necessary to give a complete list of all 
the cases of scientifically organised work 
which were quoted to us. On the con- 
trary, we have only selected the most: ty- 
pical cases. 


Questionnaires were sent to all the Ad- 
ministrations belonging to the Associa- 
tion, and approximately one third of them 
replied to the questions set. Obviously 
it would have been better and more satis- 
factory had we received a greater number 
of replies; nonetheless the number of re- 
plies was already considerable and the 
data collected from them is sufficiently 
complete to give rise to a discussion like- 
ly to produce good results. 

I do not propose to read to you again 
the special report drawn up by Mr. Bloch 
and myself, but I would like to call your 
attention to the points which we thought 
the Meeting would find of particular in- 
terest. 

First af all, I would like to insist on 
the capital importance of the organis- 
ation of work. This is becoming more 


important because of the cruel competi- _ 
~ bound by the requirements of the traffic 


tion the railways have to fight at the pre- 
sent time. Our colleagues, Messrs. Tosti and 


Valeri, have even said, and we think very 
truly, in their summaries, that it is pre- 
cisely during periods of depression, at 
times when things are most difficult for 
the railways, that good organisation is the 
most necessary. 

A conclusion, or at least an observation 
which obviously imposes itself is that all 
scientific organisation can only give good 
results on the condition that it is based on 
the co-ordination of all the different 
methods of transport, otherwise the iso- 
lated efforts made by the railways will 
be useless. We have no hesitation in 
going as far as to say that this co-ordin- 
ation should extend so as to cover, not 
only production, i. e. the application of 
all possible means of reducing the cost 
price, but also an increase of consump- 
tion, and consequently it should cover the 
search for and the creation of traffic. 

A second remark which applies equally 
well to a system, a department, or a work- 
shop, is that too great an organisation may 
have serious drawbacks from the point of 
view of the best efficiency. There may be 
a temptation to set up extremely important 
organisations on a very large scale, as 
these have the obvious advantage of de- 
creasing the overhead costs, but as soon 
as the working of such an organisation 
cannot be followed up efficaciously, leak- 
ages occur which can result in much 
greater losses than any savings in the 
general charge. On the other hand, when 
the departments are closely knit together, 
we get on the contrary a co-ordination 
of efforts which makes it possible to get 
a better ouptut with the minimum of 
staff. 

Finally, in industry in general, the in- 
dustrialist is- free to set up his shops 
where he choses. The railways, on the 
contrary, cannot do this, because they are 


which compel them to locate their estab- 
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lishments according to the configuration 
of the system. 

But when the railways can within cer- 
tain limits chose their sites and their 
method of working, they should do so by 
grouping the work in a minimum num- 
ber of shops, equipped to the maximum 
extent, so as to obtain the best output for 
the work to be done, and this applies in 
particular to the shunting yards, the 
marshalling yards and the large depots. 
In these cases the railways have, on the 
contrary, every advantage 1n being equip- 
ped to the maximum degree so as to lower 
the unit cost price. However, we must 
not lose sight of the fact that if the rail- 
ways use equipment of increased power, 
it is necessary to obtain the maximum 
output from such equipment, as any re- 
duction in the output from an important 
tool may cause a more appreciable loss. 

Finally, standardisation of the parts 
has also been investigated by the railways 
so as to avoid an exaggerated increase in 
the stores held, and, on the other hand, 
to decrease the cost of repairs as well as 
the time the stock to be repaired is out 
of service. 

We have spoken so far about all the 
methods applicable to the stock, which can 
increase the output. But this is only one 


side of the question. The human element 
also plays an important part in the effi- 
ciency of the undertaking. This is where. 
all the measures intended to keep the staff 
attached to the common work come in. 

From this point of view, I should like 
to make a little disgression and call the 
attention of the Section to the fact that a 
small printer’s error has occurred on 
page 152 in the second column, just be- 
fore the last paragraph, of the special re- 
port (French text), where it says that the 
railways should have a devoted staff at- 
tached to the proper and even the perfect 
carrying out of the service... It should be 
« doivent » and not « devraient ». (The 
English text remains unaltered.) 

Finally the railways have already made 
and will continue to make the maximum 
efforts to attach their staff to them, that 
is to say the maximum compatible with 
the present difficulties. 

Gentlemen, these are, I think, the most 
important points of our special report. 
A certain number of ideas were retained 
as the summaries of this report. They 
can, if you like, serve as a basis for the 
discussions of this Section. (Applause.) 


(H. E. Manmoun CHAKER Bey gave up 
the presidency to Mr. HENNING, Vice-Pre- 
sident.) 


Presipency oF Mr. HENNING, Vice-PREsIDENT. 


The President (in French). — Gentle- 
men, I apologise for taking the chair so 
unexpectedly, and I entreat your good- 
will. First of all, I will make myself your 
interpreter and thank Mr. Soulez for the 
excellent report he has given us, He has 
summed up in a few words the results of 
a particularly vast investigation. 

Before we begin to examine the differ- 
ent summaries of the special report, I 


want to know if any of you wish to speak 
about the question as a whole. 
(No remarks were made.) 


We will therefore, Gentlemen, pass on 
to a successive examination of the differ- 
ent summaries suggested by the Special 
Reporters, These summaries are preceded 
by a brief introduction which I will read 
you, as well as Summary 7: 


Having analysed into what we think are 
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their essential elements, the three reports 
which we had to examine, we have now to 
extract the broad principle for submission to 
‘the Congress. It should be observed that 
the conclusions of these three reports, if not 
analogous, are at least very akin on the 
whole. The special reporters submit to the 
1933 Congress the following recommenda- 
tions which are likewise based on the same 
views : 

1. At the base of rail transport organisa- 
tion is the general organisation of all means 
of transport, but to enable each to cater for 
its own traffic, the legal and fiscal obliga- 
tions should be the same for all carriers. 

This condition being fulfilled, the harmo- 
nious co-ordination desired must be sought 
from the outside by effecting all possible 
connections between rail and other means 
of transport (road motors, mechanised inland 
water transport, aeroplanes) and also be 
pursued internally in each service, system 
and group of systems, in order to increase 
efficiency. It should be noted, however, that 
amalgamation, to which in certain cases co- 
ordination may lead, is limited, both as re- 
gards management and actual operation, by 
various circumstances. 


Does anyone wish to say anything about 
this summary ? 


Mr. Vandersypen, Belgian National Rail- 
ways Co. (in French). — I think that it 
is very important to endeavour to get in- 
creased efficiency in each service, rail- 


way, and group of railways; I think that. 


this is even more important than endeay- 
ouring to join forces with other methods 
of transport. My opinion, therefore, is 
that the inside organisation of the rail- 
ways is what matters most. 


The President (in French). — Mr. Van- 
dersypen thus attaches the greater im- 
portance to the inside organisation of the 
railways. But the text of the Special Re- 
porters takes this point of view into ac- 
count. It says : 


This condition being fulfilled, the har- 


monious co-ordination desired must be 
sought for from the outside by effecting all 
possible connections between rail and other 
means of transport (road motors, mechan- 
ised inland water transport, aeroplanes) 
and also be persued internally in each serv- 
ice, system and group of systems, in order 
to increase efficiency... 


Mr, Vandersypen (in French). — Per- 
haps it would be as well to indicate the 
second point before the first. 


Mr. Soulez (in French). — In drawing 
up our text we have been as general as 
we could be. This is the only justifica- 
tion of the wording we adopted. 

The President (in French). — If 
Mr. Vandersypen agrees, we will only 
mention his point in the minutes of the 


“meeting. 


Mr. Vandersypen. — I agree. 


— Summary 1 is adopted without any 
other objections. 


The President. — We will now go on 
to Summary 2: 


The results which it is hoped to achieve 
from organisation not being entirely de- 
pendent upon the railways themselves, it is 
necessary, if the efforts made are to have 
really satisfactory results, that the admin- 
istrative obligations to which the railways 
are subjected and the regulations by which 
they are governed should be properly adapt- 
ed to the existing economic conditions and 
the increased technical possibilities of new 
appliances. 


— Adopted. 


We will pass on to Summary 3 : 


The aim of modern organisation, as we. 
conceive it, should be to carry out all me- 
chanical work by machinery, leaving to the 
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human being those tasks which require ini- 
' tiative and discernment. 

Such organisation increases the safety of 
the employees, both by the abolition of 
certain work involving special risk, and by 
the introduction of devices which safeguard 
the operatives against the consequences of 
human fallibility. - ‘ 

Finally, the organisation of work together 
with the award of output premiums or 
shares in the general profits of the enterprise 
makes it possible to assure an increased re- 
muneration to the staff. 


— This point is adopted without ob- 
jections. 


We will pass on to Summary 4: 


The duties of controlling offices must be 
clearly defined and be simplified as much 
as possible, with a maximum of direct 
contact between each other and between 
them and the services under their direction 
so as to expedite to the utmost all matters 
dealt with. 

A means of ensuring inter-service contact 
which, we think, can be recommended, is the 
holding of periodical meetings between offi- 
cials responsible each of part of a common 
task. 


— Adopted. 


Summary 5 is worded as follows : 


The operative services should be enabled 
to collaborate in the endeavour to discover 
more economical and reliable methods. In 
view of the satisfactory results already 
obtained in this connection, it would be 
desirable to extend standardisation of stock 
as far as possible, reducing the number of 
types and standardising parts and the toler- 
ances allowed therefor. 

The various workshops and establishments 
should be organised on the same lines, 
adopting the principle of responsible specia- 
lisation, whilst not curbing the initiative of 
the staff. The organisation of work presents 


a similar aspect for all railway systems, and 
it might be of value for the railways to 
interest themselves in the work of the na- 
tional and international bodies in connection 
with scientific organisation of work. 

In this respect it appears to us that the 
improvements to be effected should consist, 
in the first place, in the simplification of the 
operations themselves, and secondly in the 
improvement of the plant. Finally, a prime 
factor to be kept in mind for the efficient 
organisation of work is the employment of 
staff physically fit to perform their allotted 
duties, and it is for this reason that atten- 
tion is drawn to the development of the 
psycho-technical examination already intro- 
duced by a certain number of administra- 
tions. 


Adopted. 


Summary 6: 


The preceding measures concerning the 
material conditions of the organisation and 
preparation of work, appear to require the 
addition of a moral factor in the shape of 
the confident collaboration of the staff bring- 
ing with it a spontaneous display of collective 
goodwill, based on reciprocal esteem and 
equitable remuneration according to the ef- 
forts exerted and the results obtained. 

It is considered that for determining this 
remuneration, the premium system, already 
made use of, should be developed. Under 
this system, payment consists of two ele- 
ments: one fixed, and the other varying 
with the quality and quantity of the work 
done. 

The premium should first be introduced 
at the base, that is for the elementary oper- 
ations, and be so applied as to remunerate 
speedily the efforts of each employee and in 
particular the savings effected in regard 
to time taken and material consumed and the 
general efficiency of each establishment. 


Gentlemen, does this very important 
point, since this question of premiums 
has been very carefully investigated on 
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every Yailway, not call for comment by 
ou? 

Most of the railways apply the premium 
system in very different ways. Would it 
not be interesting if some of you gave us 
details about the way the premiums are 
allocated on their railways ? 

The question of the fixed part, and 
even more so the variable part, is a very 
delicate matter, 


— No delegates made any remarks and 
summary 6 was adopted. 


We will now go on to Summary 7 : 


As brought out in the summaries adopted 
by the Congres in 1930, in connection with 
Question XVI on its agenda, it is necessary 
for railway employees to be well versed in 
their profession and also to have a good 
general knowledge. 

Technical schools and educational schemes 
of all kinds instituted by the Railways for 
the instruction of their employees are the- 
refore of first-class utility for the improve- 
ment of the railways, and their importance 
cannot be over-estimated. 


Gentlemen, as far as this paragraph is 
concerned, it would be particularly inter- 
esting to know whether the professional 
schools limit themselves to merely giving 
their pupils professional training, or if 
a classical education is also given. 


Mr. Soulez (in French). — I should 
like to give you some details about 
the organisation for dealing with this 
matter on the French Nord Railway. In 
the first place, we have apprenticeship 
schools for the young people. In a certain 
number of works the boys are grouped 
together and we give them lessons, make 
them do geometrical drawing, and fitters’ 
work : all that is needed to form good 
workers for the locomotive and rolling 
stock department. Apart from this, facil- 


ities are given to the pupils, and even to 
employees in the service, to attend cer- 
tain public schools, such as for example, 
the public works school, and at the same 
time we give scholarships to enable cer- 
tain employees to follow courses at other 
schools, such as the school of political 
science, so as to allow to those who reveal 
possibilities of future development, full 
scope for forming themselves intellectual- 
ly, which the resources of their family 
would not always make possible. In this 
way employees who are particularly gifted 
are able to qualify for much higher posi- 
tions than they could have hoped for with 
the knowledge they possessed when they 
entered the railway service. 


The President (in French). — We 
thank Mr. Soulez for the interesting in- 


‘formation he has given us. According to 


this it seems to me that this technical and 
classical education is only given to work- 
men. Are there any cases in which such 
instruction is given to the clerical staff ? 


Mr. Soulez. — Yes, Mr. President. 


The President (in French). — Are em- 
ployees who, when they enter the railway 
service have had an elementary or second- 
ary education, allowed to take up higher 
courses of study ? 


Mr. Soulez (in French), — Yes, such 
employees are allowed to follow such 
classes without any material worries, as 
they receive their usual salary; they can, 
in this way, improve themselves and ac- 
quire the same intellectual development as 
those who are better off and were able to 
attend the secondary schools. Further- 
more, the railway itself has schools which 
the staff can attend and where they are 


‘taught the general principles and main 


lines of their work. There are, for ex- 


These men are also 
s to a ae schools, 


ers 7 Bite ont 


yl, Reporter (in French). 


ntary. secondary, and high- 
es oe of ae ms 


we have three kinds of — 


to il an exanhination: “They are salle 


recruited from among employees who 
have finished their studies at the elemen- 
tary schools and served as probationers in 
a number of different jobs; an example 
of such a school is that for locomotive 
drivers. Finally there is the higher rail- 
way school. Generally those who wish to 


| attend this school must have finished 


their secondary courses or else have ma- 
triculated or taken some degree, and have 


_ served on probation in various specialised 


capacities. The employees who have fol- 
lowed the courses of the higher school 
for operating staff have to serve a period 


as station master, etc., but naturally these 


periods are shorter. These employees are 
intended for the higher posts. I may add 


’ — that this organisation has given very good 
re the same organisation for 


results. 


The President (in French). -- May I 
ask if the employees and workmen follow 
these courses while at work ? 


_ Mr, Panaitopol (in French). — Yes, 


during part of the day; during the rest 
of the time they work. So as not to se- 
parate the theoretical and practical work, 
provision has been made for tutors, dor- 
mitories, and boarding schools, so that 
the employees’ time may be fully occu- 
pied. 


The President (in French). — Are the 


employees who pass part of their time on 


the railway and the other part at school 
able to carry out their duties properly ? 


Mr, Panaitopol (in French). =» We 
have found that this method gives very 
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good results, seeing that the men can at 
once make use of the theoretical know- 
ledge they have acquired in the schools. 


The President (in French). — I should 
like to point out to Mr. Panaitopol that: 
those who have to deal with the manage- 
ment of a railway know how difficult it 
is to make use of employees who are only 
available for duty on the railway half 
the day. It would seem, therefore, that 
a priori the system applied on the Ruma- 
nian Railways is one likely to reduce the 
efficiency of the staff. 


Mr, Panaitopol (in French). — Natur- 
ally, the utilisation of the time of these 
men is not altogether rational but, from 
the point of view of their instruction, I 
think the results are very good and we 
have decided to continue such courses. 


Mr. Soulez (in French). — Up to the 
present, I have only spoken of employees 
temporarily withdrawn from duty to en- 
able them to- follow outside classes, But 
there are also other methods of instruct- 
ing the staff, which can be applied within 
the establishement itself. 

As an example, I will take the engine 
drivers. By reason of their very occupa- 
tion, these latter are obliged to spend a 
great deal of time in the depots when 
waiting for trains to take them back to 
their place of residence. We make use of 
this time for collecting the drivers to- 
gether and giving them lectures on vari- 
ous points relating to their duties. These 
lectures are not obligatory, and we are 
pleased to see that they are followed by 
all the staff, as they find them very inter- 
esting and, in this way, improve their 
knowledge. 

What I have just said about the drivers 


also applies to station employees. During — 


slack periods they are collected for lec- 


tures and in particular the outdoor staff 
are put on their guard against all the 
risks to which they are exposed; they are 
shown by examples, and even by films, 
all bad ways of working which may lead 
to injuries. 


Mr. Bloch, Special Reporter (in French). 
— | would like to go back a little to what 
has just been said, but was not discussed. 

To give information on the scientific 
organisation of work we have brought to 
Cairo a film about this important ques- 
tion, a film which shows how work that 
is not done on mass production lines, 
that is to say work similar to that carried 
out by Railway administrations, can be 
organised. This film will be shown here 
at the Heliopolis Palace Hotel next Wed- 
nesday, January 25 th, at 9.30 p.m.; it is 
an example of the organisation of work 
in shops were the work is not done in 
series. 

On the other hand, as regards appren- 
ticeship, and the instruction of the staff, 
may I-in my turn tell you what is done 
in this connection on the Paris-Orleans 
Railway? The organisation of general ap- 
prenticeship and.the instruction of the 
staff is in three stages. 

There is first of all the elementary in- 
struction, i. e, the apprenticeship and the 
instruction of young men leaving the ele- 
mentary schools with their study certifi- 
cates and having to pass three years in a 
special shop in order to receive technical 
training which qualifies them to become 
tradesmen. “ths 

Second stage : secondary instruction if 
you like. The pick of those who have 
passed through the first stage, the appren- 
ticeship, are selected, and they are sent 
to attend the classes of the second stage, 
these being higher classes both from the 
technical and general education points of 
view. Those who pass the examination 
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at the end of these second-stage classes 
are qualified for supervisory duties. 

Finally there are higher classes for 
those who have attended the high tech- 
nical schools. These young men, when 
entering the railway service, have to at- 
tend courses and lectures for three years; 
they undergo an examination at the end 
of the course, and they have to make re- 
ports and carry out practical tests show- 
ing that they have received sufficient in- 
struction. 

The President spoke just now of spe- 
cial instruction for clerical men. We also 
take an interest in such instruction. We 
pay particular attention to the instruction 


of the draughtsmen. The draughtsmen in. 


the designing offices are frequently 
merely tracers, and we do our best as far 
as possible to train draughtsmen who can 
work out for themselves the proper so- 
lutions without having constantly to be 
told how to do it. For this reason, they 
must be solidly instructed and, for this 
purpose, we have organised instruction 
classes in three stages for young draughts- 
men. They are even taken as far as gra- 
phic statics. 

Furthermore, every year we send a 
number of our supervisory employees to 
outside schools in order to perfect their 
knowledge of matters about which we 
cannot ourselves give them special in- 
struction. In this way, apart from the 
school of public works which was men- 
tioned a little while ago, which receives 
a certain number of employees from the 
different railways, the Paris-Orleans Com- 
pany sends some young men to the High- 
er Foundry School, and to the Autogen- 
ous Welding Institute. In this Institute, 
they are taught flame welding, arc weld- 
ing, and resistance welding. Moreover, 
they are given extensive instruction in 
physics and chemistry. 

I must also tell you that a certain num- 


ber of our young men obtain University 
degrees. 

We have a certain number of em- 
ployees who have taken their science de- 
grees, working in their free time for this 
purpose. They have acted in this way 
because they know that those who have 
University degrees are given preference. 

Finally, I should also like to mention 
the instruction, to some extent of a tra- 
velling nature, which is given in the dif- 
ferent establishments of the railway, in 
order to improve the education of driv- 
ers, shop foremen, and even of workmen. 
For this end, we have an instruction 
coach in which there are models of all 
the appliances the staff has to use. For 
the drivers we have a model track, with 
all the types of signals used on the line, 
on which a small locomotive is run. The 
drivers are examined periodically to make 
sure that their knowledge of the signals 
is good, taking into account any signal- 
ling innovation, By means of this in- 
struction coach they are shown why such 
new devices have been installed. Further- 
more this same instruction coach shows 
in section all the delicate and more dif- 
ficultly understood parts of the locomo- 
tive, such as the brake application valve, 
the air pump, etc. All these rather com- 
plicated parts are shown in movement so 
that it is possible to see the way they 
work. 

Finally there are substandard films, 
this size being small, practical and.cheap, 
showing the employees how the work 
should be done, or ways of working that 
should be avoided. If need be, a derail- 
ment is filmed and discussed. For this 
purpose the film is projected before em- 
ployees at the depots, to show them the 
operations properly carried out and those 
badly done. 

In addition, films have been made of 
ordinary operations which can be danger- 
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ous, to show each man how he should or 
should not carry out his work. 


The President (in French). — On be- 
half of the Meeting, I thank Mr. Bloch 
for his interesting statement. 


Mr. Soulez (in French). — I should 
like to add yet another word, At the cine- 
matographic meeting on January 25th 
we will show in particular how vehicles 
should be coupled up. I might add that 
the employment of the coupling pole is 
useful on many railways. This film is at 
the same time an educational film; it is 
sent from station to station to show the 
men how to use the coupling pole. 


The President (in French). — I will 
complete Mr. Bloch’s report by remind- 
ing you that, on page 1422 of Messrs. Sou- 
lez and Bloch’s report, there is a list of 
the films which will be shown at the Meet- 
ing on January, 25th. 

Moreover, I know by personal exper- 
ience that the-Italian Railways have taken 
the professional instruction of their staff 
very far, and if not indiscreet, I would 
like to ask the representatives of these 
railways to give us some precisions on 
this subject. 


Mr. Valeri, Reporter (in French). — 
Mr. President, I thank you for drawing 
attention to our efforts as regards the 
professional instruction of the men. 

On this occasion, I will give a few de- 
tails about the organisation as it exists 
on the Italian State Railways. We have 
schools for driver apprentices, as well as 
for electric traction drivers. We also have 
higher courses for pupil engineers. 

All these schools have given us good 
results. But the present conditions do not 


allow us to develop them as much as we © 


would like to. One of the most interest- 


ing developments has been undoubtedly 
the « transformation » of steam locomo- 
tive drivers into electric traction drivers. 
In this way we have recruited nearly 
1300 electric locomotive drivers from 
among former steam locomotive drivers, 
without much cost, seeing that nearly all 
our pupils were partly occupied locally 
while attending the school, The school 
for driver apprentices is a particular kind 
of school enabling us to form good fitter- 
drivers. 

For some years, we have also got our 
Administration to make the leading tech- 
nical employees and shed foremen att- 
end a third-year school. These men 
attend this outside school for years and 
the pupils who have finished a two years’ 
course at the Feltrinelli School, at Milan, 
have shown themselves to be excellent 
workers in our shops. 


The: President (in French). — May I 
ask you, Mr. Valeri, if in Italy, apart from 
the professional schools which I call tech- 
nical schools, you also have professional 
schools for the operating department, in- 
tended especially for the station masters 
and assistant station masters ? 


Mr. Valeri (in French). — We have 
courses for the operating staff given by 
engineers and operating inspectors. 


The President (in French). — Gentle- 
men, you have read in the reports that the 
railways have endeavoured especially to 
enable men of all grades to be promoted 
to higher grades, This is an excellent 
stimulant. 

May I ask.-the representatives of Ad- 
ministrations who have organised profes- 
sional instruction if this is followed by 
an examination which the men must take? 
On the other hand, can men who have 


— 
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followed these courses successfully qua- 
lify thereby for promotion ? 


Mr. Valeri (in French). — This is pos- 
sible in Italy. 


The President (in French). — May I 
also ask if the workman or employee is 
obliged to follow such courses to qualify 
for promotion to the higher grades ? 


Mr. Valeri (in French). — It is indis- 
pensable. A certain distinction has, how- 
ever, to be made : it is possible, for ex- 
ample, that a workman may be promoted 
as far as the grade of shop foreman or 
assistant-foreman without attending spe- 
cial courses, but in order to reach the 
higher ranks, it is as a rule necessary to 
follow certain courses of study. To qual- 
ity for higher staff positions, such as the 
head of an important depot, our Adminis- 
tration gives the preference to those who 
have attended the courses of instruction 
and perfected their professional educa- 
tion. 


The President (in French) — Are there 
examinations at the end of the year ? 


Mr. Valeri (in French). — Those who 
attend outside schools are required to 
pass examinations. 


The President (in French).— We were 
told a little while ago that in France, in 
particular, the employees are allowed leave 
from the railway and sent to a higher 
school, to a University, while still getting 
their salary. Is this done in Italy ? 


Mr. Valeri (in French). — No. Only 
those who attend an outside technical 
school of which we spoke a short time 
ago are given leave from the railway; such 
schools may be considered as secondary 
schools. 


The President (in French). — May I 
further ask Mr. Valeri, as well as the de- 
legates of Administrations who have or- 
ganised technical instruction of this kind, 
if the employees are authorised at their 
option to attend a higher school of Uni- 
versity, or whether the Administration se- 
lects those who shall do so ? What crite- 
rion is the selection based upon? By 
what method does the Administration se- 
lect any particular employee ? 


Mr, Valeri (in French). — The princi- 
pal criteria, when selecting the technical 
staff which is to attend the secondary Fel- 
trinelli school are the following : first of 
all the man must have given proof over 
a certain number of years that he is very 
intelligent, diligent and of good beha- 
viour. Moreover, he must have higher 
professional certificates than those of the 
elementary school before entering the 
railway service. In addition, he must be 
willing to attend the courses. 


The President (in French). — Would 
the Administration send a man who had 
finished his elementary education to a 
secondary school ? 


Mr, Valeri (in French). — Yes. 


The President (in French), — And all 
this time he would continue to receive his 
salary ? 


Mr, Valeri (in French). — Yes, he 
would get all his salary. 


The President (in French). — You will 
see from these statements that, in some 
cases, the Italian Railways send to a sec- 
ondary school an employee or workman 
who has only had elementary education; 
on the other hand they send young men, 
who have finished their secondary edu- 
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cation, to higher schools. Is that right 
Mr. Valeri ? 


Mr. Valeri (in French). — No, never 
to a higher school nor to the University, 
but up to the present only to secondary 
schools. 


The President (in French). — I think 
that in France the procedure is different. 
Mr. Soulez will you enlighten us about 
this ? 


Mr. Soulez (in French). — The French 
Nord Railway sends some of its employees 
to two schools ; 1. the school of public 
works which has a railway section. The 
pupils, to the number of 15 every year, 
are selected by a competitive examination. 
The men who work well and display par- 
ticular interest in the service ask to be 
allowed to follow these courses. The se- 
lection is by means of an examination 
intended to reveal the intelligence and not 
the special knowledge of railway matters 
already acquired. This examination in- 
cludes questions which will bring out the 
man’s general knowledge, and from it the 
desired number, that is to say fifteen, are 
chosen from the top of the list; 2. the 
school of political science, as I have al- 
ready said. 


The President (in French). — In Fran- 
ce, therefore, the choice depends upon 
the results of an examination, while in 
Italy the railway takes into’ account the 
different qualities an employee should 
have for this purpose. 


— At the request of Mr. Wang, Minis- 
try of Railways (China), the English 
translation of the above discussions was 
read out. 


Mr, Panaitopol (in French) — I should | 


like to ask another question. The present 


discussions show that there are two pro- 
cedures: some Administrations make 
provision for the professional instruction 
of their employees, while others, showing 
their greater generosity, such as the 
French Railways make it possible for — 
their employees to improve their general 
education. I would like to know if other 
railways do the same as the French rail- 
ways, seeing that in Rumania we require 
a certain standard of general knowledge 
and then facilitate the study of special 
subjects at the expense of the Adminis- 
tration. 


The President (in French), — Mr. Pa- 
naitopol’s question is, in my opinion, a very 
clear statement of the problem. Some Ad- 
ministrations only take care to give their 
employees professional instruction, leay- 
ing it to the employees themselves to im- 
prove their general education. Other Ad- 
ministrations, and in particular the 
French Administrations, make it possible 
for their employees to acquire a general 
education, independently of their profes- 
sional training such as the Universities 
alone impart. 

Mr. Panaitopol observes therefore, and 
with reason, that it would be interesting 
to know which Administrations try to im- 
prove not only the professionnal, but also 
the general education of their employees. 


Mr, Avery, North Western Railway, In- 
dia. — On the Railways in India, it is 
compulsory for all employees to take up 
all the subjects pertaining to their work, 
in short courses of study. After about 
five years, these men have to come back 
again for studies. These courses are or- 
ganised by the Railways. 


The President (in French). — In fact 
the French Railways give as we might say 
scholarships to their employees, i. e. the 
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latter can follow free of charge Univer- 
sity classes. Is this also done in India ? 


Mr, Avery, — No, it is not possible to 
obtain higher education, but only profes- 
sional knowledge in connection with the 
shop services. 


The President (in French). — There- 
fore the answer to Mr. Panaitopol’s ques- 
tion is the following: while all the ad- 
ministrations are concerned with the pro- 
fessional instruction of their men, only 
a few take steps to improve the general 
education of their men. Increasing their 
professional knowledge is generally aime 
at. ; 

Does anyone else wish to speak about 
Summary 7? 


—— As no one wishes to speak, we can 
consider Summary 7 as adopted by the 
Meeting. 

We will now deal with point 8 which 
relates to Social Work : 


For increasing the feeling of confidence 
and security of the staff, it is desirable that 
social and welfare work should be extended. 

The measures, which are outside the scop2 
of the actual employment, are aimed at main- 
taining the physical wellbeing of the em- 
ployee and his family and assisting their 
material existence right down to the small- 
detail. They result in the staff being more 
devoted to their work, more relieved of 
daily cares, and can therefore in our view 
be recommended as highly conducive to the 
attainment of improved efficiency of the 
railway systems. 


This is a partlicularly important subject, 
and I would be very glad to have a thor- 
ough discussion on the matter. The ques- 
tion has in fact been asked if some kinds 
of social work are not too costly, and if 
the results they give are in proportion 
with the cost. 

Mr, Bloch will now speak. 


Mr. Bloch (in French). — As far as the 
Paris-Orleans Railway is concerned, we 
have done quite a great deal in this direc- 
tion. Apart from the sports associations, 
we have set up a number of clubs for 
apprentices and for workmen, equipped 
with libraries, where the men can divert 
themselves after work. Furthermore, we 
started some time ago, in collaboration 
with the Alsace-Lorraine Railways who 
send us part of their young staff, holiday 
camps for apprentices and even for work- 
men under age who have finished their 
apprenticeship. This holiday camp is in 
Brittany; a great many young workmen 
and clerks go there every Summer. It is 
open from the beginning of June to the 
end of September, and the men go there 
for 15 days holiday in the open. It has 
been a great success. The selection of the 
young men who are to profit by this in- 
stitution depends upon the marks they 
have obtained during the year, so that 
from the point of view of application to 
their work, the camp is a very great sti- 
mulant. 

The question of social work is in my 
opinion of particular importance seeing 
that the working day has been reduced 
from 10 to 8 hours, and in addition that 
we do not know how much more it is 
likely to be reduced in the future. In this 
connection, the report of our Italian col- 
leagues, Messrs. Tosti and Valeri, has 
shown us that, in Italy particularly, great 
efforts have been made in this connection 
by the organisation known as the « Dopo- 
lavoro » which has given very good re- 
sults. 

Our Italian colleagues will perhaps tell 
us what has been done in Italy in this 
respect. 


The President (in French). — In my 
opinion the question should be examined 
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from two points of view. There is first 
of all the recreative side : rest or pleasure 
for the employees. But in addition to 
this there is the medical aspect of these 
social works. 


There are some Administrations which 
organise medical services themselves, that 
is to say they have attached to them doc- 
tors who have become real officials. Then 
there are some Administrations who send 
their employees, when ill, to certain spe- 
cially appointed physicians. 

It would be useful to know which is 
the best of these two solutions, In Bel- 
gium the system of having doctors defi- 
nitely attached to the Administration has 
just been started, so that it would be pre- 
mature to give the results of our exper- 
iment. Before that our practice was to 
send sick or injured men to certain ap- 
pointed doctors. 


Mr, Soulez (in French). — On the 
French Railways, the physician is attach- 
ed to the railway; the other method is not 
used. 


The President (in French). — Is this 
physician allowed to have private patients 
as well ? 


Mr. Soulez, — It depends on the cir- 
cumstances. 


The President (in French). — In Fran- 
ce, therefore there is a double system. 
First of all there are doctors which I 
might call medical inspectors, who see up 
to what point absence authorised by a 
sickness certificate is justified. 


Mr. Soulez (in French). — They also 
are responsible for examining and watch- 
ing over the health service in the district. 
they are in charge of. 


The President (in French). — lf I un- 
derstand rightly, the French system is as 
follows : there are medical districts at 
the head of which there is a doctor who 
can be simply appointed for the purpose 
and who, in addition to his railway prac- 
tice, has his own private patients. There 
is also a doctor responsible for a large 
district. 


Mr, Soulez (in French). — The French 
Nord Railway is divided into districts 
and, at the head of each of these, there is 
a doctor whose duty it is to give the local 
doctor general instructions, to follow dif- 
ficult pathological cases, and finally to 
kéep an eye on the 8 or 410 local doctors 
who are under his control. None of these 
doctors is affiliated to any pension 
scheme. 


The President (in French. — This is 
the first point which we will discuss 
shortly if you agree. 

Are the staff free to chose their doctor 
in case of illness, and, if so, is their 
choice absolutely free ? Can they go to 
any doctor whatever? On the Belgian 
Railways, the Administration only re- 
funds a definite sum to the employee. 

May I ask what Administrations, like 
the French Nord Railway, organise their 
own medical services:? 

Do the Rumanian Railways have their 
own medical services ? 


Mr. Panaitopol (in French). — In Ru- 
mania we have certain doctors who devote 
several hours every day to the railway 
staff, but who also have their own private 
patients. Each day, for example, from 
10 to 12 they attend at their clinics, and 
examine those who are ill, both from the 
point of view of the safety of the service 
and in the interests of the employee him- 
self. In the case of serious illness, the 
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employee is allowed to call in a doctor to 
visit him at home. We have nothing like 
the Belgian system. The staff cannot go 
to any doctor they please. If not satisfied 
with the opinion of one doctor, they can 
ask to be re-examined by another physi- 
cian in whom they have more confidence, 
a head doctor, but it must always be a 
doctor selected by the Administration. 


The President (in French). — If the 
employee can go to another doctor, he has 
to pay for it himself but, in order to have 
his absence from work covered by a sick- 
ness certificate, it must be signed by the 
railway doctor. 

The French system is the same, I think. 


Mr. Bloch (in French). — The case of 
injured men is an exception to the gen- 
eral rule. The French law gives injured 
men the right to go to any doctor they 
like. Consequently the French Railways 
cannot oblige an injured man to go to 
their own doctor. 


The President (in French). — What 
fees are asked by the doctors who attend 
injured men ? 


Mr. Bloch (in French). — In practice, 
the injured men in most cases go to the 
Company's doctor. They are not, how- 
ever, obliged to do so; the law allows them 
freedom in choosing their doctor. 


The President (in French) — Are there 
~ any Administrations who have organised 
their own medical services ? 


Mr, Aguilar Lopez, Ministry of the Fo- 
mento, Spain (in French). — In Spain, 
the doctors are attached to the Company; 
they are entitled to a pension and are part 
of the railway staff. The method is the 
same as that on the Rumanian system : 


IlI—2 


the doctors work for the railways two or 
three hours a day. 


The President (in French). — Can a 
sick employee go to another doctor ? 


Mr, Aguilar Lopez. — Yes, at his own 
expense. 


Mr, Lisboa de Lima, State Railways in ~ 
the Portuguese Colonies (in French). — 
The Railway Administrations in the Por- 
tuguese Colonies have doctors attached to 
them but if the employee prefers another 
doctor, he can go to him at his own ex- 
pense. 


Mr, Chiossi, Italian State Railways (in 
French). — Our health organisation is 
rather complex; it aims at several ends : 
fiscal ends, seeing that our regulations 
assure that sick employees shall have very 
favourable treatment, particularly in the 
case of men injured at work or victims 
of professional illnesses; the existence of 
the sickness must be recognised by doctors 
in whom the Administration has confi- 
dence and the sick men must be looked 
after to make sure that they receive all 
the care they need; health and social 
ends : to see that the sick men are well 
looked after, no matter where they live, 
and that the financial consequences for 
them and for their families shall be re- 
duced to the minimum. 

The organisation includes a body of 
doctors who are as much a part of the 
railway as any other grade of staff. This 
body of doctors deals with all questions 
of a general nature, and controls the local 
health organisation in the interest of the 
Administration and of the sick. The con- 
trol of the sanitary conditions of the staff 
and the care of the sick are assured by 
an auxiliary body of doctors chosen by 
the Administration among the best prac- 


idence a up provid Ss many 
lities for its sick employees. . 

There is also a body of specialist oe 
tors, whom the staff can consult, and to 
which | many University professors | be- — 
long; the Administration has made con- 
tracts with certain hospitals, sanatoria, 
hydropathic establishments, etc., which 
grant the staff reduced fees or free treat- 
ment. There are dispensaries and chem- 
ists under contract to attend to the sick 
and supply medicines at very reduced 
rates. The Provident Committee, which 
has replaced one of the branches of the 
« Dopolavoro » in this connection, also 
gives the staff assistance in matters of 
health to a very great extent. 


Mr. Esteves, Portuguese Railway Com- 
pany (in French). — Our medical service 
includes doctors who are obliged to look 


after employees and their families, as 


well as specialist doctors in the main — 


‘towns, who charge much reduced fees. In 


addition, we have assistance committees 


‘the Presidents of which can give em- 


ployees who are seriously ill the financial © 
assistance they need. There are also sa~ — 


natoria where the men and their families 


can have every care. 


The President (in French).— Are your 
doctors part of the railway staff? 


Mr. Esteves (in French). — Vos they 
are part of the Administration. 


The President (in French). — I think | 


that one of the chief preoccupations of. ice which includes 


the railways in setting up such medical - 
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Administration. The sick are treated at 
dispensaries and at home, as well as in 
hospitals and sanatoria belonging to the 
Company. 


The President (in French). — It seems 
to me that we might sum up the inform- 
ation obtained from these discussions as 
follows: Certain Administrations have set 
up their-own medical services, while 
others have a service of doctors under 
contract, to which their employees can 
go, In all cases the employee is to some 
extent free to consult his own doctor. 

The Administrations have organised 
such medical services with a view to re- 
ducing as much as possible the number 
of days employees are away from work 
through sickness. 

This brings us to the second part of 
summary 8, which comes under preven- 
tive medicine, I mean the recreations the 
railways provide for their employees. 

Mr. Bloch has just given us a summary 
of the steps the Paris-Orleans have taken 
in this connection: they have provided 
means for recreation and open air camps. 
Have any other Administrations done 
likewise ? I know that it has been done 
in Italy. In my opinion it would be in- 
teresting to have the information, we 
already got in this respect, completed. 


Mr, Chiossi (in French). — We are 
concerned not only with the health of our 
employees but with that of their families. 
With this object we have set up seaside 
and mountain camps. At the beginning 
the men showed some hesitation due to 
the fact that they feared that the children 
might not be sufficiently well looked 
after. But at the present time these fears 
have disappeared and we always find it 
difficult to satisfy all the demands. 

At the present time the children are 


chosen for reasons of health, preference 
being given to those of lower grade em- 
ployees and to the children of the most 
needy families. 

Hospital and special treatments are 
much appreciated by the staff and have 
given very good results; the time spent 
at the said camps is generally one month, 
but when the doctor of the camp thinks 
it necessary it may be for two months. 
This means a complete cure which can be 
repeated in the following years. 

All this involves considerable expendi- 
ture for the installation and mainten- 
ance; nevertheless we are doing our best 
to develop these camps as much as pos- 
sible because of the great benefits they 
confer upon the staff. 


The President (in French). —I should 
like to ask Mr. Chiossi if the holiday 
camps are managed directly by the Admin- 
istration or by a separate organisation. 


Mr, Chiossi (in French). — They are 
managed by the Railway Administration. 


The President (in French). —- Conse- 
quently you employ men to look after 
them ? 


Mr, Chiossi (in French). — We have 
the Provident Committee which deals with 
all this: the doctors, the managers of 
these camps, etc., are not as a rule part 
of the regular railway staff. 


The President (in French). — Are the 
children and employees sent to these re- 
sorts free of charge ? 


Mr, Chiossi (in French). — Yes, more 
or less free. A small contribution may 
be asked, but the railway is very generous 
in this matter. 
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The President (in French). — Is it the 
same on the Paris-Orleans Railway ? 


Mr. Bloch (in French). — Yes, but we 
are not very exacting. 


The President (in French). —- Do the 
railways pay the costs of these organis- 
ations ? 


Mr, Chiossi (in French). — The colo- 
nies are organised by the Provident Com- 
mittee whose income is derived from in- 
vestments and deductions from wages. 
All the employees have to contribute a 
small amount to this social « Provident 
Committe ». 


The President (in French). — The de- 
ductions from the men’s wages are not in- 
tended to provide solely for their pen- 
sions but part is intended to cover cer- 
tain facilities granted to the staff and 
their families. 


Mr, Soulez (in French). — The same 
system is found on the French Est and 
Midi Railways. 


Mr, Chiossi (in French) .— In each dis- 
trict of any importance there is a section 
of the « Dopolavoro » organisation, which 
includes an agrarian section, the educa- 


tional Dopolavoro, the sporting Dopola- 


voro, etc. All sports are represented : 
cycling, football, tennis, gymnastics, box- 
ing, etc. There are also sections for the 


education of the staff from which many 


classes of employee profit: courses are 
organised in languages, drawing, telegra- 
phy, general knowledge, etc.; there are 
libraries, lecture rooms, ete. 


Mr. Bloch (in French). — Do you have 
a centre in every district where there 
is certain number of employees ? 


Mr. Chiossi (in French). — Yes, where 
the accommodation could not be supplied 
by the Administration, room has been 
rented. New buildings have even been 
erected in large centres; such as Rome, 
for example, where the organisation is 
very highly developed. 


The President (in French). — Is this 
only for railway employees ? 


Mr, Chiossi (in French). — We have 
our own « Dopolavoro », but there are 
branches for all the other State Admin- 
istrations as well as for many private con- 
cerns. 


Mr. Esteves (in French). — In Portu- 
gal, holiday camps have also been organ- 
ised for the employees and their families. 
There are associations for sports, games, 
ete. 


. 


Mr. Panaitopol (in French). — In Ru- 
mania, the officials have a pension scheme 
supplied by deductions from their sala- 
ries. Apart from this, there is an assur- 
ance scheme for the officials and railway 
employees. This is made up of a tax on 
railway tickets. The income is about one 
twentieth of that of the railway pensions. 
This scheme is autonomous; it is manag- 
ed by an administrative board on which 
the railway officials are represented. This 
organisation manages the school camps, 
sends the children of employees to water- 
ing places at its expense, but does not 
deal with sporting matters. We have a 
sports association the cost of which is 
carried by the Administration and we are 
about to introduce organisations similar 
to those in existence in Italy, which, we 
hope, will give us good results. 


Mr, Chiossi (in French). — The « Do- 


‘polavoro » derives its income in our case 


from the Administration : 800 000 frances 
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and a sum proportional to the number of 
employees belonging to the « Dopolavo- 
ro », as well as contributions from the 
men, as a rule two or three lires a month. 
This also makes it possible to raise money 
for constructing the buildings needed by 
the « Dopolavoro ». 


The President (in French), — How are 
these organisations set up ? Are they set 
up In each town ? 

Mr, Chiossi (in French). — Yes; if 
there are a certain number of men group- 
ed together in a centre. We have several 
hundreds of centres already organised, 
and the group is organised on the initia- 
~ tive of the local managers. 

When a group is recognised and its 
staff appointed, it is allowed to share in 
the funds of the institution and carries 
out its activities under the control of 
the higher organisations. 


The President (in French).— Your or- 
ganisation is undoubtedly the most com- 
plete in existence. I should like to know 
if the management of these different or- 
ganisations is confided to an Administra- 
tive Committee ? 


Mr. Chiossi (in French). — There is a 
Central Office of the « Dopolavoro » estab- 
lished at General Headquarters, in Rome. 
The financial control is exercised by the 
Chief Accountant at the Head Office. The 
local groups are also controlled by the 
committees set up under each regional 
management, particularly from the point 
of view of their activity and develop- 
ment. The management is looked after 
and controlled at all its different stages. 


The President (in French) — By whom 
will a local organisation of this kind be 
managed ? 


Mr. Chiossi (in French). — By a Presi- 
dent appointed by the Administration and 
chosen from among the men in whom the 
other employees have most confidence. 


The President (in French) .— I wanted 
to know if any account was taken of the 
rank of the men ? 


Mr. Chiossi (in French). — No, this is 
not taken into account. The choice can 
fall just as well on an employee of a low 
grade as on one of a higher grade; the 
choice falls on those members who are 
particularly devoted to the institution and 
have shown that they have a particular 
gift for organising the activities of the 
« Dopolavoro ». A workman may very 
well be at the head of the local branch. 
Although membership of the « Dopola- 
voro » is voluntary, in practice it is gen- 
eral: everyone is a member of it and 
everyone shares in it: it is a real bro- 
therhood. 


The President (in French). — With 
such an organisation, have you not found 
that this mingling of all the grades of 
employees may be harmful to the prin- 
ciple of authority ? 


Mr. Chiossi (in French) .— No, author- 
ity intervenes every time there is a dis- 
pute about anything whatever. The pos- 
sibility of properly managing a_ local 
group of the « Dopolavoro » does not de- 
pend upon the official standing of the 
managers at all; the success of the method 
followed proves it. 


Mr. Teodoreano, Ministry of Railways, 
Rumania (in French). — J should like to 
know if, when an organisation of the 
« Dopolavoro », is set up in a centre, all 
those belonging to the centre are obliged 
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to join it, or if this participation is 
voluntary ? 


Mr, Chiossi (in French) . — In princi- 
ple, participation is voluntary, but in 
practice everyone joins. 


Mr. Panaitopol (in French). — Do they 
have to ask to join, or have they to ask 
for express permission not to join ?. 


Mr, Chiossi (in French). — No, it. is 
not necessary to ask to be excluded; par- 
ticipation is absolutely voluntary. The 
advantages are the same for everyone, and 
everyone pays the same contribution. 

I should like to add that the Italian Ad- 
ministration will be very happy to let 
anyone who likes see for himself what 
has been achieved in this field. 


The President (in French). — In the 
name of us all, I thank Mr. Chiossi for 
being so obliging as to give us such a 
complete and interesting summary of the 
work done in Italy, and in particular by 
the « Dopolavoro ». 

Does anyone else wish to say anything 
about summary 8 ? 


Mr. Wasiutynski (in French). — It 
seems to me that it is necessary to make 
a slight change in the wording of the 
summary. I should like to see the opin- 
ion of the Reporter replaced by that of 
the Congress. 


The President (in French). May I 
point out.to Mr. Wasiutynski that if this 
question is retained, we should also have 
to alter the text in other places. I am 
thinking of point 4 (French text) in par- 
ticular: « ... Dans cet esprit, nous esti- 
mons pouvoir recommander, etc. » 

The Special Reporters submit certain 
summaries for our approval, and it is for 


us to decide if their proposals are justi- 
fied. 

We might say for example « Dans cet 
esprit, le Congrés recommande... » or 
« ...0n peut recommander... » (Agreed.) 


Mr. Wasiutynski (in French). — I do 


not quite understand the meaning of... 


« paraissent a retenir » in summary 8. 


The President (in French).—I suggest 
we replace : « Elles nous paraissent a re- 
tenir comme pouvant avoir ... » by: «elles 
ont ». I will read again the last sentence 
of Summary 8 : 

« Elles permettent d’avoir un personnel 
plus dévoué a sa tache, plus dégagé des 
soucis quotidiens et par 1a, elles ont une 
importance de tout premier plan pour le 
rendement des réseaux ferrés. » 


— Summary 8 is adopted with this mo- 
dification to the French text. The Eng- 
lish text is : 


« They result in the staff being more 
devoted to their work, more relieved of 
daily cares, and can therefore be highly 
conducive to the attainment of improved 
efficiency of the railway system. » 


Mr. Aguilar Lopez (in French). — I 
should like to point out that we have not 
discussed the co-operation of the staff 
towards increased efficiency and its par- 
ticipation in the profits. 


Mr. Bloch (in French). — This ques- 
tion was dealt with in detail at the Ma- 
drid Congress. We have referred to the 
different reports. 


Mr. Aguilar Lopez (in French). — But 
this question” was adjourned because it 
was rather complex and now it has not 
been dealt with here anymore than it was 


~ at Madrid. 


gt 4 nee Sea 


~ not to deal with premiums hee but also 
with profit sharing. | 

ie In Belgium, we have a system ie which 
ne the staff shares in the profits. 


a I think we ought not to be too precise. gine: * 
cd The question, as has already been said, is «toes e 
a too difficult one; it overflows the boun- * oa 
daries of railway operation; it has a gen- 3 ? 
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eral, social, and even a political signifi- 
cance, We ought to try, if you agree, to ‘3 
find a formula for tomorrow, which 
would take into account the idea devel- 
oped. by Mr. Aguilar Lopez. — 
In Italy, the staff does not participate 
‘in the profits; I would like to know 
Mr. Chiossi’s opinion on this subject ? 


* Lopes (in French). — In 
is athe ie oe mat- 


te connected with 
the | participation had Sie ioe ay : 
ciency, where the — Mr, Chiossi (in French). — The ques- oa 
s » comes in, and tion of the participation of the staff in 
n the profits, i.e.a the profits is a very delicate one. It is : 
earnings: of the System very hard to estimate the activity and_ 
eo as a whole aa dis- good will of the staff, but a great deal 
can be done in this field. We also have 
annual bonuses for certain classes of em- 
ployees, which can be considered as a sort. 
of participation in the profits. We have 
not developed it very much, because it 
_ frequently happens that there is a great 
disparity between the output and the pro- 
sta: lara in meh Seating “There are some fits. The net products, that is to say the 
Sesh Railways who do so in the form profits, can be lost for reasons that have 
of working | premiums and I think they nothing to do wih the good will and effi- 
oo about the only ones. Consequently ciency ‘of the staff, even when the latter, 

e could not draw up any general sum- are doing their very utmost. 
; -maries on. this eubiset. . 


Spgs 


; The President (in French). — We can 

ilar Lopez (in Pessebs — I even state that in periods of depression, 

ad the Reporter's difficulty: they when profits cannot be expected, one 

Ur ear bale seimypnisteations must expect, and everyone does expect, : 
more from the staff than in normal times. 
When there is participation in the pro- 
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fits, the question always arises : should 
the staff share in the losses as well as in 
the profits ? The usual answer is : first 
of all the wages, and then a share in the 
profits. The wages are the payment for 
the work done. 


Mr, Chiossi (in French). — I think 


that most Administrations allow the staff 
to share in the profits to some extent, but 
it is a limited participation. 


The President (in French) — But is the 
bonus dependent-on the profit, on the net 
product of the working ? We must clear- 
ly define the meaning of the words : 
« participation in the profits. » 


Mr, Bloch (in French). — This was ex- 
plained very fully in the special report, 
on pages 142 and 143. We reported just 
what Messrs. Tosti and Valeri said about 
it : 

Premiums for the general efficiency of the 
Railway. — This kind of premium, which 
has been introduced by a certain number of 
administrations, appears to be capable of a 
great deal of improvement yet, compared 
with what is being done at present. 


It would, moreover, be possible to draw 
up a summary about this subject. 


The President (in French). — The text. 


which Mr. Bloch has just read shows that 
a distinction must be made between par- 
ticipation in the profits and premiums. 
Consequently, the whole question stands, 
It is all very well to say : the employee is 
given an additional salary; this additional 
sum is: calculated by taking into account 
the participation of the employee in the 
proper working of the railway system. 
As soon as the employees benefit propor- 
tionally to the work they have done, it 
becomes a premium, not participation in 


the profits. In the case of the higher of- 


ficials, it is quite impossible to determine 


how far they have taken part in earning 
the profits. 


Mr, Chiossi (in French), — It is easy 
to decide the output of certain employees, 
but extremely difficult in the case of 
others. 


The President (in French). — I think 
we should be very careful how we word 
this summary. The thing must be men- 
tioned, but I think it would be better to 
avoid expressing an opinion about the 
principle of letting the staff share in the 
profits. 

Gentlemen, we meet again tomorrow at 
9.30 a. m. Do you wish us to reword the 
summary before then? The new word- 
ing will be put before you, and if you 
should have any other remarks to make 
on the participation in the profits, we 
shall be very interested to hear them, 
seeing that the question concerns not only 
the transport industry, but industry in 
general. 


Mr. Aguilar Lopez (in French). — It 
seems to me that the question is a bad 
one, and one that should not be raised 
before a Railway Congress; it is a ques- 
tion of political and social import. 


The President (in French). — The rail- 
way industry is certainly the most im- 
portant of all industries, and it is there- 
fore logical that we should have to deal 
with this question. The fact that it is a 
particularly difficult one as has been 
said, is yet another reason why we should 
discuss it. 

The Special Reporters did not find that 
there had been sufficiently wide exper- 
ience among the railway administrations 


_to enable us to draw up a definite sum- 


mary, and consequently, if you agree, we 
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will try to draw up a summary express- 
ing this. It will be put before you -to- 
morrow. ( Agreed.) 

We may therefore consider the sum- 
maries, drawn up by the Special Report- 


ers, aS approved with the exception of 
that dealing with the participation of the 
staff in the profits, which we will dis- 
cuss at tomorrow’s meeting. 


— The Meeting adjourned at 12.20 p.m. 


Meeting held on the 21 January 1933 (morning). 


Mr. HENNING, Vice Presipent, IN THE CHAIR. 


— The Meeting is opened at 9.30. 


The President, — Gentlemen, today we 
will again discuss Question X, which we 
dealt with at length during yesterday’s 
meeting. Today's Daily Journal of the 
Session gives the minutes of these discus- 
sions, and I hope that you have all read 
them. 

May I ask if you have any remarks to 
make about these minutes ? 

— As no remarks are being been made, 
we may consider these minutes as. ap- 
proved. 

Gentlemen, yesterday we adopted the 
eight points forming the summaries of 
the Special Reporters. But Mr. Aguilar 
Lopez pointed out that the summaries did 
not directly mention the participation of 
the staff in the profits. At the end of 
yesterday's meeting we decided to com- 
plete the summaries by a mention of this 
subject. As, however, the discussions 
which took place yesterday on this point 
were not translated into English during 
the same meeting, we’ have decided to 
begin the meeting today with this trans- 
lation. . 


— The English translation was then 
read. 


Sir Henry Fowler, London Midland and 
Scottish Railway. — This question was 
not considered as of immediate import- 


ance for the English staff, seeing that it 
is rather of a political and general nature, 
and that we cannot give it a definitive 
solution in our present discussion. 


The President, — Will Sir Henry Fow- 
ler allow me to make a slight observation: 
our Section has on its agenda a question 
worded as follows : « Instances of the ap- 
plication in a railway department of the 
scientific organisation of work. Co-oper- 
ation of the staff towards increased effi- 
ciency and its participation in the pro- 
fits. » 

The Reporters and the Special Report- 
ers were, therefore, obliged to consider 
this very precise point and the conclu- 
sions we arrived at yesterday showed what 
Sir Henry Fowler has said, i. e. that it is 
a very difficult question, that it con- 
cerns, not only railways, but the whole 
of the political and social economy. This 
was also the reason why the Meeting 
asked the Bureau to draw up a summary 
in this sense. 

Gentlemen, we can now continue our 
work. I would have read you the addi- 
tional summary which has been drawn 
up, but I must first of all tell you that 
some of our colleagues were. held up by 
a shipping delay. This is particularly the 
case as regards Czechoslovakia, and the 
delegation for this country has asked me 
to allow them; with your consent, to put 
before the Section today some details 


about a completely new system which has 
been introduced in Czechoslovakia. This 
system appears to be half-way between 
premiums and a participation in the pro- 
fits. 

I now ask Mr. Hondl to speak. 


Mr. Hondl, Czechoslovakian State Rail- 
ways (in French). — Gentlenien, the sys- 
tem known as « a l’entreprisé » (contract- 
ing) (*), about which I am ‘going to speak 
and which we introduced two years ago 
on the Czechoslovakian railways was al- 
ready mentioned by Messrs. Marin del 
Campo and Caneyas del Castillo in their, 
report on Question XV for the XIth Ses- 
sion (Madrid 1930) (*) and by Messrs. 
Mereutza and Panaitopol in their. report 
on the present Question X. May I add 
here some additional information as re- 
gards the favourable results obtained on 
our railway by the trials of the above 
mentioned system. We introduced this 
system in 1931 in two services, and, in 
1932, applied it to other services. We pro- 
pose to still further increase its applica- 
tion during 1933. Moreover, I am in a po- 
sition to tell you some of the results. 

The « contracting » system was intro- 
duced in the Printing Office, at Prague, 
as from the 1st April 1934 and the bal- 
ance sheet for the first period ended the 


(1) The system known originally as the 
« contracting » system is at the present time 
called the « autonomous economic system ». 


This name indicates the object of the system 
which is founded on the greatest possible inde- 
pendence of the staff in carrying out all the 
railway duties, including the individual out- 
put of each railway employee. The interest 
the employees show in the efficiency of the 
service in this way also guarantees the proper 
carrying out of their individual duties. 
essential principles of this system are given 
in the report by Messrs. C. Mereutza and 
G. Panaitopol, pages 2017 to 2019 of the Bul- 
letin of the International Railway Congress 
Association, No. 110, October 1932. 

(2) See Bulletin of the Railway Congress, 
January 1930, p. 253. 


The: 


31st December 1931; the trial therefore 
lasted for 9 months.. As regards the re- 
sults obtained, the following remarks can 
be made : 

Through standardising the printed mat- 
ter as from the 1st April 1931, we fixed 
new uniform rates for printed matters 
12.08 % below the actual rates applied in 
March 1931. 

The results obtained from the point of 
view of the balance sheet are the follow- 
ing: 


1. Purchases of printed matter 
by the Depot at standard re- 


duced rates ‘ 5 514 970.68 
Saving effected on fhe: Re Ee 
chases (i. e. about 16 %).  879880.16 
2. Total amount of the effective 
costs of the Depot from the 
1st April to the 31st Decem- 
ber 1930 5 543 637.32 
Total amount of the affective 
working costs for the same 
period of the year 1931 . . 435058.08 
Saving effected (i. e. about 
20 %) . : 108 579.24 
3. Stocks of printed miner end 
fiscal stamps at the 1st April 
1931 } 3 023 495.70 
Stocks of printed nite ai 
‘fiscal stamps on the 31st De- 
cember 1931 ; 1 687 389.77 
Reduction of stocks G. 
about 44 %) 1326 145.93 
4. Net profit shown on the 
. balance sheet; 
Portion of the administration 
(about 63 %) 353 594.25 
Portion of the compensation 
fund (about 11 %) . 63 218.06 
Portion of the 38 employees 
(about..26 %) . re 142 926.10; 
Total profit . . (approx.) 559 738.50 
5. The number of employees has been re- 


duced, at the initiative of the Depot itself, 
and in spite of a considerable increase in 
the business, from 38 to 34 i. e. by about 
10 %. 
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_ tion) and then in the Ticket Printing De- 
_ pot at Prague (where the tickets are pro- 
_ duced), and finally in two sections of the ; 1 
, Permanent Way Maintenance Department, 
qd Where the conditions are more complica- 
iy _ ted and need to be carried out very differ- Sent. 
ently from the way the work is done in 
- the other departments. 

The regulations for the year 1932 were 
eae in the same way as those for 
the year 1931. Naturally, advantage was 
. taken of the experience already acquired 
sghrid les in order to improve the instructions, par- 

ticularly in stressing the principle that 

the profit should be. shared between the 

employees and the Administration after 

taking due account of the amount of 

energy the employees had to use in order 

to make a profit (commercial profit as 

‘distinct from working profit). In addi- 

tion some of the formule used for cal- 

culating the distribution of the profits 
were improved. 

The results for the year 1932 were 
again satisfactory for all the trials made. 
The information given below proves this : 
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The effective cost price decreased in 
1934 by 19.45 % and in 1932 by 30.00 %, 
in comparison with the year 1930. 

The decrease in stocks at the depots was 
42.30 % on the 34st December 1931, and 
62.70 % on the 34st December 1932, in 
comparison with the amount of stocks on 
the 1st April 19314. 

The management costs relating to the 
distribution of printed matter has de- 
creased in comparison with the year 1930, 
by 9.58 % in 1934, and by 44.13 % in 
1932. 

The total expenditure of the Czechoslo- 
vakian Railways on unsaleable printed 
matter (including the cost of distribu- 
tion) was : 


In 1930, 14.02 million crowns (100 %) ; 
In 1931, 9.39 million crowns (67 %) ; 
In 1932, 7.86 million crowns (56 %). 


For the year 1932, the 55 employees 
were paid as their share of the profits 
about 205 000 crowns. 


b) Ticket printing depot. 


The output of the employees has in- 
creased by 35 % when compared with that 
of 1931. 

The profits shown by the balance sheet 
was about 402900 crowns, which were 
distributed approximately as follows : 


Crowns. 
To the Administration . 153 300 
To the compensation fund 39 900 


To the 74 employees. 209 700 


In 19341, 1000 tickets cost the Admin- 
istration of the State Railways 18.46 
crowns, so that the saving on 4 000 tickets 
was 3.20 crowns, i. e. 17.34 % and the 
total saving made by the Administration 
for the year 1932 when 152 300000 tic- 
kets were issued, reached 487 360 crowns. 


The results obtained in the depots as 
well as in production were partially 
due to the reorganisation of the service. 
However the reorganisation of the service 
(by the suppression of one depot and one 


ticket issuing office) was carried through ~ 


successfully precisely because of the zeal- 
ous co-operation of the employees. 


c) Maintenance of permanent way and 
buidings. 


In the case of two trials made up to 
the present, the results have only been 
noted for one section. . 

Of the total length of the lines in 
question, 52.190 km. (32.4 miles) are 
on the straight, while 57.483 km, (35.62 
miles) are curves of small radius for the 
most part (250, 280 and 380 m. = 12 1/2, 
14 and 15 chains). 

On the above mentioned lines there are 
altogether 386 culverts; overbridges, sub- 
ways and bridges, three of which are large 
metal bridges respectively 161, 170 and 
212 m. (528, 558 and 695 1/2 feet) long. 
There are also 6 tunnels the total length 
of which is 824 m. (2 694 feet), and 144 
masonry buildings and 80 secondary 
wooden buildings. 

The staff of the section in question 
made no objection to the introduction of 
the contracting system, and did their best 
to increase their output, as soon as they 
saw that such increased work would also 
increase their earnings. 

Seeing that in the case of the mainten- 
ance services, it is possible in particular 
to effect a saving on the sleepers, it was 
found necessary to avoid all useless oper- 
ations, whereas the useful work had to be 
done in the most efficient way. 

The savings effected by the section are 
shown in the table hereafter, which gives 
the working hours. 


———<—<—— 
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Hours of work during the years 


Work done. 
1927-1934 


(average) 


1. Maintenance of equip- 
ment as well as transport 
over the lines of lighting 
material and fuel d 
Maintenance of the sub- 


13 658 


to 


12 070 
103 459 
217 683 
28 630 


Saving, %, in 1932 


in coniparison|in comparison 

with the with the aver- 
average for age for the 
1927-1931. year 1931, 


7 600 
80 373 


187 850 
20 500 


orucumre 2 ether PG, 90 756 
3. Maintenance of the. su- 

perstructure. . . . || 228394 
4, Maintenance of the build- 

ings . 27 286 
5. Total 360 094 


361 842 


296 323 


The expenditure on the normal super- 
vision and upkeep service for the lines 
concerned (exception being made of dam- 
age caused by bad weather and traffic ac- 
cidents) was, for the period of 5 years 
from 1927 to 1931, 


on the average 
in 1931 . : 
and in 1932 . 


4. 103 982 crowns, 
3959 066 — id. 
3426810 id. 


This shows that the expenditure for 
the year 1932 was lower by 16.50 % than 
the average for the 5 years 1927 to 1934, 
and 13.44 °% lower in comparison with 
the year 1931. 

The increase in the output of the staff 
is most striking when relaying the per- 
manent way which was done during 1932. 
During this year 1 km. (0.62 mile) of 
rails of the X system were laid on 23 
sleepers per length, the work taking 
9 hours as compared with 14 hours in 
1931, so that the number of hours requir- 
ed in 1932 was lower by 35.71 % than in 
the preceding year. 

The contracting system has also in- 
fluenced the reduction of stocks of main- 


tenance stores. The stock was 24.55 % 
lower in 1932 than in 1931. 

The most appreciable saving effected 
by the contracting system however lies in 
the fact that all the operations required 
in maintenance work have not only been 
carried out diligently but also very con- 
scientiously and in a well considered 
fashion, so that the work will last, and 
we can stress the fact that the mainten- 
ance of the lines of the Section during 
1932 has, not only been much less costly, 
but better done than in the preceding 
years. 

Because of the savings effected the Sec- 
tion has carried out the following excep- 
tional works for which the Administra- 
tion of the State Railways. has not given 
it any credit either as maintenance or as 
new work : 

1. two reconstructions of the line over a 
length of 700 m. (0.435 mile); and 


2. the construction of two parallel roads 
of 504 m. (0.313 mile) long to replace 
level crossings that had to be abolished. 


The above mentioned results encourag- 
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ed the Czechoslovakian Railway Admin- 
istration to continue its trials during 
1933. From the 4st January 1933 the con- 
tracting system will be continued wher- 
ever it has been introduced up to the pre- 
sent, and in addition the trials have been 
extended to a stores and to 12 other sec- 
tions of the permanent way maintenance 
department. It is probable that a further 
extension of the system will be made dur- 
ing 1934, partly to other branches of the 
service and partly to extend the system 
to cover the whole of a branch of the 
service (including the management there- 
of). 

The results of the trials made up to 
the present show that the employees, as 
well as the Administration, profit by the 
contracting system. These results show 
— a fact which moreover is evidently not 
well recognised everywhere — that it is 
not possible to get a permanent improve- 
ment in the efficiency of the employees 
otherwise than by allowing them to profit 
by any increase in their output and in 
the economic results of the undertaking. 

There are also documents which show 
that the success of the undertaking de- 
pends upon the good will and the colla- 
boration of the employees, and how im- 
portant it is that the Administration 
should, in its own interest, do everything 
it can to assure such co-operation by link- 
ing up as closely as possible the interests 
of its employees with the interests of the 
undertaking by allowing the employees to 
share in the profits. 

It must, however, be remarked that the 
contracting system has been seriously cri- 
ticised by many (first of all by the em- 
ployees’ unions, and then, but to a lesser 
extent, by the employees themselves 
though the greater number appreciate the 
system, their criticisms being founded 


upon a fear of its practical application 


rather than upon objection to its prin- 


ciples). It is really more a question of 
prejudices than of criticisms, due to a 
mutual distrust between the Administra- 
tion and its employees. However, such ob- 
jections decrease with the extension of 
the trials and with the practical applica- 
tion of the principles of the contracting 
system, so that we are justified in think- 
ing that they will completely disappear 
in time, as a result of the common effort 
to re-organise the whole of the Czecho- 
slovakian Railways’ undertaking in ac- 
cordance with this system. 


The President (in French), — Gentle- 
men, I am sure you will all want to thank 
Mr. Hondl for his interesting statement. 
In order to facilitate your discussions I 
would like to sum up the new system tried 
in Czechoslovakia. But I must admit, 
Mr. Hondl, that I do not quite understand 
your expression : « d’entreprise » (con- 
tracting system). 

What does this contracting consist of 
in fact ? Let us consider that a section 
of track x miles long has to be relaid; 
according to your estimations the work 
ought to cost a certain sum, and if the 
work is carried out by your engineers, 
foremen, and workmen, at a lower cost, 
is it this difference between your estimate 
and the actual cost which is divided be- 
tween the staff and the Administration ? 


Mr. Hondl (in German). — The work 
is split up into divisions, each of which 
is under the control of a workman, fore- 
man, or official. Each division must cal- 
culate the cost of the work imparted 
to it, and it sends in this estimate. If 
one division has to get stores, etc., from 
another, it gets them and is debited for 
their value. 

When the division carries out the work 
at a proportionally and experimentally 
lower cost or in a shorter time than that 


The Predilent (in French). — The com- 
“parison has been made in Czechoslovakia 
over a period of three years, i. e. the year 
4932 is compared with the years 1930 and 


can be readily 
lar, ' ithout t dey ing to Mr. Hondl’s report, has only a re- 
lative value: Let us take for example the 
- relaying of the track; the technical service 
decides what such repairs would cost nor- 
Fseisielt When the staff make a saving on 


_ among the staff and the Administration. 


Mr. Hondl (in German). — When it is 
found necessary to carry out some par- 
ticular work or order stores, the Admin- 
istration gets out a detailed estimate of 
the cost; if the staff carry out the work 
more economically or buy the stores at a 
more advantageous price, they have a 
right to part of the difference in price. 


The President. — Has anyone else any 
thing to say ? 


Te 


— As no new remarks are being made 
~ Does anyone wish to speak ab about the = d 


I will sum up Mr. Hondl’s statements, so 
that we can draw up a new summary. 

We see that the Czechoslovakian Rail- 
* é ways have two objects in mind. First of 
“sonnel ae in ‘the ion aN without all there is the preoccupation common to 


s touching their salaries ? all railways of effecting savings by cen- 
or -tralisation. This centralisation is some- 


7 nani receive gheir Fo he ata to the initiative of the staff. 
The second preoccupation is to reduce 
the cost price by better work on the part 


pia. ase | Pile: Meade Ay of the staff and by reductions in the 


orders. = or 1931. However, this consideration, accord-— 


this normal price, this saving is divided. 


German). — The staff, times due to the Administration and 
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number of men, suggested by the staff 
_itself. These are the three factors which 
enter into the contracting system of the 
Czechoslovakian Railways. 


Mr, Hondl (in French). — Mr. Presi- 
dent, I should like to point out in addi- 
tion that the problem we have before us 
was also discussed at the Scientific Or- 
ganisation of Work Congress at Amster- 
dam last year; the report on the question 
was drawn up by Dr. Vsetecka (‘). 


The President (in French). — As 
Mr. Hondl has reminded us, the question 
with which we are now dealing and which 
the Czechoslovakian Railways have studi- 
ed particularly carefully, has already been 
discussed at the Scientific Organisation 
of Work Congress at Amsterdam in 1932. 

Gentlemen, I think that you, as well as 
Mr. Hondl, will agree that the Czechoslo- 
vakian Railways are now making an ex- 
periment, but one which has not lasted 
long enough for final conclusions to be 
drawn from-it. We are following it with 
great interest and it is to be hoped that 
we shall all profit by it. 

We now have the honour, Gentlemen, 
of submitting to you a new summary to 
be inserted between the present summa- 
ries 6 and 7, and which would be worded 
as follows : 

From the reports it appears that no admi- 
nistration strictly speaking grants partici- 
pation by its staff in the benefits of the un- 
dertaking. 

Certain administrations distribute among 


(1) See: Fifth Scientific Organisation of 
Work Congress at Amsterdam, 1932, Volume IT, 
pages 7-61-71. Question 7 : What are the rela- 
tive advantages of the different ways of inter- 
esting the workman in the increase of his out- 
put ? « Principles of the Contracting System 
and its Application on the Czechoslovakian 
State Railways. » 


their employees sums calculated on the gen- 
eral results of their working or on economies. 
realised. This scheme being recent and 
limited to a small number of administrations, 
it is not yet possible to draw final conclu- 
sions on this matter. 


In this way we shall have met the 
wishes of Mr. Aguilar Lopez by touching 
upon the question of the participation of 
the staff in the profits, while at the same 
time stating that, at the present stage of 
development of this question, it is not 
possible to make any definite statement, 
either for or against it. 


Mr. Hondl (in German). — I propose 
that so that it should not be too negative 
in form, the end of the summary be word- 
ed as follows : 

Although the results obtained so far have 
been favourable, no conclusions can be 
formulated at present on this system, 
which is still new and is only resorted 
to by a few Administrations. 


The President (in French. — Gentle- 
men, to please the Czechloslovakian dele- 
gate, we put the following wording before 
you : 


From the reports it appears that no Admi- 
nistration strictly speaking grants participa- 
tion by its staff in the benefits of the under- 
taking. : 

Certain administrations distribute among 
their employees sums calculated on the gen- 
eral results of their working or on savings 
effected. Some of them consider that favour- 
able results can be anticipated from now on- 
wards. However, this scheme is very recent 
and limited to a small number of adminis- 
trations, and it is not yet possible to formu- 
late final conclusions on this matter. 


Mr. Hondl, — Thank you,I agree with 
that. 

— The new text is adopted and beco- 
mes Summary 7, 


== 5G, = 


Mr, Aguilar Lopez (in French). — I 
think we should thank our President for 
the way in which he has carried out his 
delicate duties. I should also like to have 
mention made in the minutes of a motion 
to congratulate the Special Reporters on 
the very complete and valuable work they 
submitted to us. 


The President (in French). — I was 


going to express our very sincere thanks 
to Messrs. Soulez and Bloch, Messrs. Tosti 


iI—3 


and Valeri, and Messrs. Mereutza and Pa- 
naitopol. Their work, as has been said, 
was particularly difficult as they had not 
only to deal with a question of general 
interest. 

The work has been done in a remarkably 
clear way and the congratulations and 
thanks of the Meeting are especially due 
in my opinion to our Special Reporters, 
Messrs. Soulez and Bloch. (Applause.) 


— The Meeting ended at 11.20 a.m. 
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DISCUSSION AT THE PLENARY MEETING 
held on the 24 January 1933 (morning). 


H. E. Isranim FAHMY KERIM Pasa IN THE CHa. 
GENERAL SECRETARIES : Messrs. P. GHILAIN, Yousser RISGALLAH Bey, 
Dr. I. G. LEVI and FOUAD HASSIB Bey. 
Assistant GENERAL SECRETARIES : Sir Henry FOWLER and Mr. P. WOLF. 


Mr, Ghilain, General Secretary. — We 
now come to the summaries of Ques- 
tion X, discussed by the 4th Section. The 
text has been published in yesterday’s 
issue of the Daily Journal of the Session. 


— These summaries are read out. 


The President. — Are there any ob- 
jections as regards. the text of these sum- 
maries. 


Mr. Wolf, German State Railway Com- 
pany, and Assistant General Secretary (in 
French). — I should like to draw your 
attention to a printing mistake in the Ger- 
man version : under summary 7, 2nd pa- 
ragraph, it should be: « Einzelne Ver- 
waltungen...» instead of : « Die einzelnen 
Verwaltungen... ». 


Mr. Henning, Belgian National Rail- 
ways Co. (in French). — The Spanish 
and Czechoslovakian delegates have asked 
me to suggest to the Plenary Meeting that 
point 7 be completed by this sentence : 


« The question should be dealt with. 


again at another Congress when the re- 
sults of the trials now being made will be 
known. » 


If the Meeting agrees to this, I suggest 
that it should be left to the Permanent 
Commission to decide when it is oppor- 
tune to re-examine the question. 


Mr, Ghilain (in French). — Account 
will be taken of the fact that the Section 
wants the Permanent Commission to in- 
clude this question in the agenda once: 
again. 


The President. — Are there any other 
remarks ? 


Mr, Ibl, Ministry of Railways, Czecho-: 
slovakia (in French). — In the name of 
the Czechoslovakian delegates, I thank 
you, Gentlemen, for agreeing to our pro- 
posal, 

I only have one other observation to: 
make. I should like it to be noted in the 
minutes of the Plenary Meeting that the 
first sentence of the second paragraph of 
summary 7 also includes the case of the 
Czechoslovakian Railway Administration 
which, as you have learnt from the report 
of my colleague, Mr. Hondl, has applied 
experimentally with very encouraging re- 
sults on some lines of the system — par- 
ticularly in the case of permanent way 
maintenance services —, a system the ob-. 
ject of which is to stimulate, by allowing 
them to share in the profits, all the staff 
of these units to improve their output, 
each unit being considered as a separate 
undertaking inside the operating as a 
whole. 

I should like this observation to be re- 


corded in the minutes consequently if, 


acting economies must go aa to de- 
yf benture holders, to shareholders or to 
Governments that have provided the ca- 
pital expenditure. I would even go a 
little further and suggest that an extend- 
ed scheme of profit-sharing by employees 
might quite easily not work in the long 
See to the advantage of railways gener- 
ally. More — especially now, but at most 
times, a serious difficulty which Railway 
Administrations have to contend against 
is the persistent demand of Legislatures 
-— in other cases of shareholders — for 
a reduction of expenditure on mainten- 
ance and equipment. The great protec- 
tion against this form of attack is the 
considered view of railway officials who 
are not prepared to undertake the res- 
ponsibility of working the railway unless 
they are provided with an adequate bud- 
get. Profit-sharing by railway officials 
rR how savings might easily undermine this necessary 
under printing and sta- protection. The resulting starvation of 
‘e distributed amongst em- maintenance and equipment would have 
ture to submit to the mem- a serious effect on railways from the 
tailway Congress in Plenary point of view of the safety and comfort 
atin. as this ea of the travelling public. I would, there- 
fore, ask this Congress not to include 
anything in the summary of its conclu- 
sions which would convey the impression 
in: neha aaron with be- that a new remedy had been discovered 
{eae this discussion for a solution of railway difficulties. I 
suggest that any such recommendation, 
based on inadequate data, would even 


la of the present anne He ‘aie The summary proposed by the Section 

7 that Sir Josiah Stamp and he had left the already goes far enough. I oppose the 

Madrid Congress with the clear impres- amendment proposed by the Delegate far 
sion that « « profit-sharing » would not Czechoslovakia. . 


se ee 
rene 9. > a 


tend towards increasing our difficulties. — 
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Mr. Henning. — I should like to ask 
Mr. Ibl to consent to give up his pro- 
posal, as he only put forward this sub- 
gestion to see if Paragraph 2 includes the 
Czechoslovakian experiments. 

We can answer in the affirmative, 
since it is because of the Czechoslovakian 
experiments that we modified the word- 
ing by inserting the words « savings ef- 
fected ». 

Mr. Ibl should therefore be completely 
satisfied, and I think it is unnecessary 
to make any modification in the present 
wording. (Applause.) 


Mr. Ibl withdraws his amendment to 
summary 7, 


— The Summaries are therefore adopt- 
ed without any alterations, 


Summaries. 


« 4. At the base of rail transport or- 
« ganisation is the general organisation 
« of all means of transport, but to enable 
« each to cater for its own traffic, the 
« legal and fiscal obligations should be 
« the same for all carriers. 

« This condition being fulfilled, the 
« harmonious co-ordination desired must 
« be sought for from the outside by ef- 
« fecting all possible connections be- 
« tween rail and other means of trans- 
« port (road motors, mechanised inland 
« water transport, aeroplanes) and also 
« be pursued internally in each service, 
« system and group of systems, in order 
« to increase efficiency. It should be 
« noted, however, that amalgamation, to 
« which in certain cases co-ordination 
« may lead, is limited, both as regards 
« management and actual operation, by 
« various circumstances. 


-« 2. The results which it is hoped to » 


« achieve from organisation not being 


entirely dependent. upon the railways 
themselves, it is necessary if the ef- 
forts made are to have really satis- 
factory results, that the administrative 
obligations to which’ the railways are 
subjected and the’ regulations by 
which they are governed should be 
properly adapted to the existing econ- 


omic conditions and the increased 
technical possibilities of new ap- 
pliances. 


« 3. The aim of modern organisation 
should be to carry out all mechanical 
work by machinery, leaving to the 
human being those tasks which require 
initiative and discernment. 

« Such organisation increases the sa- 
fety of the employees, both by the 
abolition of certain work involving 
special risk, and by the introduction 
of devices which safeguard the oper- 
atives against the consequences of hu- 
man fallibility. 

« Finally, the organisation of work 
together with the award of output pre- 
miums or sharés in the general profits 
of the undertaking makes it possible to 
assure an increased remuneration to 
the staff. 


« 4. The duties of controlling offices 
must be clearly defined and be sim- 
plified as much as possible, with a 
maximum of direct contact between 
each other and between them and the 
services under their direction so as to 
expedite to the utmost all matters dealt 
with. 

« A means of ensuring inter-service 
contact which can be recommended is 
the holding of periodical meetings be- 
tween officials responsible each of part 
of a common task. 


« 5. The operative services should be 
enabled to collaborate in the endeavour 
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to discover more economical and re- 
liable methods. In view of the satis- 
factory results already obtained in this 
connection, it would be desirable to 
extend standardisation of stock as far 


“as possible, reducing the number of 


types and standardising parts and the 
tolerances allowed therefor. 

« The various workshops and establish- 
ments should be organised on the same 
lines, adopting the principle of respons- 
ible specialisation, whilst not curbing 
the initiative of the staff. The organ- 
isation of work presents a similar as- 
pect for all railway systems, and it 
might be of value for the railways 
to interest themselves in the work of 
the national and international bodies 
in connection with scientific organ- 
isation. 

«In this respect it appears that the 
improvements to be effected consist 
in the first place in the simplifi- 
cation of the operations themselves, 
and secondly in the improvement of 
the plant. Finally, a prime factor to 
be kept in mind for the efficient or- 
ganisation of work is the employment 
of staff physically fit to perform their 
allotted duties, and it is for this rea- 
son that attention is drawn to the 
development of the psycho-technical 
examination already introduced by a 
certain number of Administrations. 


« 6. The preceding measures concern- 
ing the material conditions of the or- 
ganisation and preparation of work 
appear to require the addition of a 
moral factor in the shape of the con- 
fident collaboration of the staff, bring- 
ing with it a spontaneous display of 
collective good will, based on reciprocal 
esteem and equitable remuneration ac- 
cording to the efforts exerted and the 
results obtained. 


« It is considered that for determining 
this remuneration, the premium sys- 
tem, already made use of, should be 
developed. Under this system, pay- 
ment consists of two elements: one 
fixed and the other varying with the 


«quality and quantity of the work done. 


« The premium should first be intro- 
duced at the base, that is for the ele- 
mentary operations and be so applied 
as to remunerate speedily the efforts 
of each employee and in particular 
the savings effected in regard to time 
taken and material consumed, and the 
general efficiency of each establish- 
ment. 


« 7, From the reports it appears that 
no Administration strictly speaking 
grants participation by its staff in the 
profits of the undertaking. 

« Certain Administrations distribute 
among their employees sums calculated 
on the general results of their working 
or on savings effected. Some of them 
consider that favourable results can be 
anticipated from now onwards. How- 
ever, this scheme is very recent and 
limited to a small number of Admin- 
istrations, and it is not yet possible to 
formulate final conclusions on this 
matter. 


« 8. As brought out in the summaries 
adopted by the Congress in 1930, in 
connection with question XVI of its 
agenda, it is necessary for railway em- 
ployees to be well versed in their pro- 
fession and also to have a good general 
knowledge. 

« Technical schools and educational 
schemes of all kinds instituted by the 
railways for the instruction of their 
employees are therefore of first class 
utility for the improvement of the 
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railways, and their importance should 
not be underestimated. 


« 9. For increasing the feeling of 
confidence and security of the staff 
it is desirable that social and welfare 
work should be extended. 

« These measures, which are outsidé 
the scope of the actual employment, 
are aimed at maintaining the physical 


« wellbeing of the employee and his fa- 
« mily and assisting their material ex- 
« istence right down to the small detail. 
« They result in the staff being more 
« devoted’ to their work, more relieved of 
« daily cares, and can therefore be high- 
« ly conducive to the attainment of im- 
« proved efficiency of the railway sys- 
« tems. » 
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QUESTION XI : 


Competition between or joint working of railways and 
airways, or railways and roadways. 


An investigation from the technical, commercial and contractual points 
of view. 


Preliminary documents. 


1st report (America, Great Britain, Do- 
minions and Colonies, China and Japan), 
by Mr. C. Cox. (See Bulletin, May 1932, 
p. 729, or separate issue No. 9.) 


2nd report (All other countries), by 


SECTIONAL 


Messrs. F. P. Vittamit and E. D’Ocon 
Cortes. (See Bulletin, November 1932, 
p. 2113, or separate issue No. 35.) 


Special Reporter : Mr. E. C. Cox. (See 
Bulletin, January 1933, p. 150.) 


DISCUSSION. 


(3rd and 4th Sections meeting jointly.) 


Meeting held on the 25 January 1933. 


Mr. M. MARGOT, PresipENT oF THE 3rd SEcTION, IN THE CHAIR. 


— The Meeting is opened at 11.0 a. m. 


The President (in French). — Gentle- 
men, we will now deal with Question XI: 
« Competition between or joint working 
of railways and airways, or railways an 
roadways. » 

The Special Reporter, Mr. Cox, has been 
detained in England by his duties, and 
so cannot give us his report himself, and 
I must ask you to excuse him. 

On the other hand, we have the good 
fortune to have among us Sir Evelyn 
Cecil, a Director of the Southern Rail- 
way, who, I am sure, will have many in- 
teresting things to tell us. 


We have just been told that the 5th Sec- 
tion have expressed certain wishes which 
we must take into account when our Sec- 
tions hold their joint meeting to discuss 
the question of motor competition. These 
wishes are printed on page 7, of No. 4, 
of the Daily Journal of the Session and 
read as follows : 


1. Public railway services — constituting 
an. important part of the national equipment 
and fulfilling an economic and social func- 
tion, the benefits of which, mainly of an 
indirect nature, generally extend to the 
whole national community — have the right 
to protection against anything that tends 
to ruin their work, in order to allow them to 


sess 


evoluate and adapt themselves to the traffic 
requirements. 

The advantages directly or indirectly en- 
joyed by other means of transport, would 
thus be taken into account. 

2. It is the duty of the central authorities 
to ensure that the transport policy is such 
that no undertaking likely to prejudice na- 
tional economic interests can be started. 

It is, therefore, their duty to prevent 
whatever might impede the modernisation 
and co-ordination of the main railways and 
light railways and, in particular, economi- 
cally unjustifiable duplication which makes 
profits for private interests at the expense 
of the general interest. 

For the same reasons it is incumbent upon 
the Governments to take all possible steps 
to see that this co-ordination is accomplished, 
and in a manner conducive to the progress 
of the country as a whole. 


We note these opinions and will see 
how far we can take them into account 
when drawing up our general summaries. 


Mr. Jacobs, Belgian National Light 
Railways Co. (in French). — I should 
like to point out that these statements are 
the same as my summaries 3 and 4 on 
the co-ordination of methods of trans- 
port. (Question XII.) 


The President (in French). — The fact 
that these opinions have been put for- 
ward by one of the Sections obliges me to 
read them separately so that they may be 
mentioned in the minutes. 

I will now ask Sir Evely Cecil to speak. 


Sir Evelyn Cecil, Permanent Commis- 
sion of the Association and Southern 
Railway, England. — I am sorry that 
Mr. Cox cannot be here, but you will have 
read his report which is pretty fully de- 
tailed and deals ably with this very large 
question, which it is almost_ impossible 


to tackle adequately in the few remarks. 


that I shall make. Some fresh circum- 


stances have arisen since Mr. Cox wrote 
his report. But I venture to rise because 
Mr. Cox and I belong to the same Rail- 
way Company (the Southern Railway) 
and that Company has taken a good deal 
of trouble in recent years to deal with 
this very difficult question of road and 
rail competition. It seems to me that we 
Companies must put the question to the 
public for them definitely to answer, do 
they want the Railways, or do they not ? 
If they do not, then there is an end of it. 
If they do, and there is no doubt that 
the great majority of the public do want 
the railways, then all the railways ask for 
is justice and not subsidies. We want to 
be fairly treated as against road compe- 
tition, to be taxed fairly and not unfairly. 
In England a Committee has been recent- 
ly set up consisting of gentlemen repre- 
senting all interests concerned in this 
question with an impartial Chairman, 
Sir Arthur Salter, and they have made 
certain proposals to the Government 
which it is now for the Governement to 
consider and act upon. But when these 
proposals were’ published, there were 
rather violent protestations from some of 
the motor interests that the proposals 
were not sufficiently impartial. I imagine 
that the same kind of thing happens in 
every country. We railways cannot, with- 
out limit, cut down expenses and devise 
economies. We do think that a definite 
policy ought to be set up. We do not 
want financial help, but we do want jus- 
tice. 

Again, I would add that no railway 
wants bitter wrangling in this matter, but 
friendly co-ordination with the road com- 
petition. We all ought to try to pull to- 
gether and adjust each other’s difficulties 
in the common service of road and rail 
competition for the public benefit. 

One set of proposals which interested 
me very much has been made by Mr. Ja- 


Pato 


vary of the French Chemin de fer du 
Nord. He offers a general suggestion 
that we ought to approach this problem 
by dividing the railways into two catego- 
ries — first, those lines which would have 
been constructed in any case, even if the 
automobile had been known at the time 
of their construction, and, second, those 
which would not have been constructed 
had the automobile been in use at the 
time. 

Roughly speaking, Mr. Javary recom- 
mends running express trains on the 
main lines (and in Egypt most of them 
are main lines) while on the subsidiary 
lines he would run auto-buses. Naturally 
the question wants working out in detail. 
We could shut up some stations on the 
secondary lines and perhaps give more 
frequent services with auto-buses, which 
would attract the public more. 

Now, as regards ourselves, we of the 
Southern Railway have gone into the 
question a good deal, and especially we 
have given effect to the policy of electri- 
fying suburban lines near London. When 
I use the word suburban I do not mean 
just close to London, but about thirty 
miles away to towns like Guildford, to 
which the service was electrified two or 
three years ago. We have gone yet a step 
further this month, when we opened on 
the 1st of January an electric line’ to 
Brighton and Worthing from London, 
about fifty miles from London. We are 
running on that line two express trains 
each way daily, several more fast trains 
and some slower electric trains. So far 
as I can tell you at present, results are 
satisfactory. We believe the returns will 
be justified . More people run down to 
Brighton when they can go by fast elec- 
tric train. 

This is an interesting development as 
regards railroad electric work, and I have 
no doubt it will be followed elsewhere. 


The Southern Railway aims at encourag- 
ing co-ordination of road and rail com- 
petition, and with this object in view has 
acquired considerable interest, though 
not a controlling interest, in certain pri- 
vate motor companies. (Applause. ) 


The President (in French). — I am 
sure, Gentlemen, you will wish me to 
thank Sir Evelyn Cecil for the excellent 
report he has just given us, which is full 
of ideas worthy to be kept before us. 

Sir Evelyn Cecil has insisted on the 
question of equity and on the necessity 
for pointing out to the Governments and 
the public, who are not sufficiently en- 
lightened thereon, that there is in fact a 
muddle which must be corrected. The 
railway is able in itself to fight the motor 
vehicle. In this connection, Sir Evelyn 
Cecil has mentioned a very interesting 
example of electrification, showing how 
the railway can introduce new practice. 
An important point that must be stressed 
is that the burdens are not equal and 
consequently, in getting out the cost price 
and the rates, it is not possible to have 
the desired equality. It is against this 
inequality that we should fight, and it is 
here that the Governments should inter- 
vene. The railways have as much right 
to protection as any other undertaking. 
We will mention this point in our sum- 
maries, as, in my opinion, it is not suf- 
ficiently stressed in those of Mr. Cox. 

Sir Evelyn has also quoted the opinion 
of Mr. Javary, that a distinction should 
be made between main lines and lines 
that would not have been built if the mo- 
tor vehicle had been invented at that 
time. This point deserves to be made in 
our summaries, with the added idea de- 
rived from road motors, as we can come 
into competition with rail motor cars as 
well with road motors. Before we go on to 
the general discussion, I want Mr, Bravo 
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of the Northern of Spain Railways to 
speak, as he has some observations to 
make. 


Mr, Bravo, Northern of Spain Rail- 
ways. — I think that the Meeting will be 
interested to hear the report of the Com- 
mission which met in Madrid in Septem- 
ber, 1932, to study the problem of com- 
petition between the railways and road 
motor traffic, which report I will sum 
up as briefly as possible. 

First of all I will give you a summary 
of the general considerations which sery- 
ed as a basis for these conclusions. All 
the interests concerned were represented 
on the Commission in question : Govern- 
ment, Ministry of Transport, of Finance, 
Railways, Road Motors, from the point of 
view of both goods and passenger serv- 
ices, as well as the Post Office. We were 
fortunately able to agree conclusions 
which were passed unanimously. The Go- 
ernment has taken note of the conclu- 
sions and has drafted a bill which, I be- 
lieve, is to come before Parliament in 
February next. 


This bill consists of three parts : 


1. Regulation of road transport conces- 
sions; 


2. Problem of the co-ordination of the 


different means of transport; 
3. The question of the taxes. 


First of all, we considered it was ab- 


solutely necessary to regulate the road. 


concessions. All road traffic, whether for 
goods or passenger service, is subject to 
license. 

The road motor services have been clas- 
sified under competing, parallel, and 
feeder lines. A competing or parallel line 
is one between two towns already con- 
nected by railway, if the difference in 


length between the road and _ railway 
route is not greater than 25 %. If this 
difference is greater than 25 %, the line 
is not considered to be a parallel one. 

Formerly, in Spain, it was only pos- 
sible to get a concession to work a paral- 
lel road motor service after the necessity 
for such a service had been proved to a 
Committee on which all the interests con- 
cerned were represented; in this way the 
public interest was safeguarded. But the 
railway had a right to set up its own 
road motor service when the Committee 
considered the service would be better if 
organised in this way. 

We also have the right to organise com- 
bined services with other road motor 
services, and if the motor company re- 
fuses to work in common with the rail- 
way, the latter has the right to work the 
service itself, or come to an agreement 
with a contractor. 

From the point of view of taxes, we 
hope we have got equality. The transport 
tax, imposed by the law prepared by the 
Government, is very high : 25 % in the 
the case of passenger services, and 5 % on 
goods services; it must be the same for 
the competing or parallel motor services. 
We shall also be able to organise « block » 
trains for express services on holidays or 
when the traffic is heavy. 

I think that these conclusions are such 


~ as will make for equality. We have not 


yet been able to deal with the road costs; 
there will be an equivalent tax upon mo- 
tor vehicles, but the question is still in 
suspense. The land tax ought to be im- 
posed on the motor vehicle just as much 
as it is on the railway, but this was not 
mentioned before the Commission to 
which I am referring. 

I thought you would like to hear some- 
thing about the decisions of this Commis- 
sion, as they might possibly interest you. 
(Applause.) 
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vidual or by the railways ihemselves, have 
_to pay a tax which falls directly upon the 
_ passengers in the form of an increase in 
the fares. This tax is equal to that which 


railway passengers have to pay; it is. 


— 30 %, so that it is even higher than allot 
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In the case of road operators carrying 
Ee than 8 passengers per vehicle, there 
is a tax approximately equal to the first 
mentioned but paid in the form of an 
annual tax varying with the horsepower 
ar the motor. In the case of road goods 
services, the tax is only partly equal to 
that which falls upon the railways, and 
is also made up of an annual fixed tax 
varying with the capacity of the vehicles 
used for this kind of transport. 

To sum up, we have more or less com- 
plete equality in the burdens in the case 
of passenger traffic, but only partial 
equality in the case of goods services. 
There was much lobbying in Parliament 
in this connection and finally the regu- 
lations decided upon were based on the 
average work done by motor vehicles. 

This is, briefly stated, the position in 
Czechoslovakia. It seems to me that you 
can get therefrom, as from the report of 
our Spanish colleague, and perhaps even 
better, information likely to complete the 
discussions by practical data. 

I am ready to give the Meeting any 
other information that may be desired. 
It would perhaps be as well to retain the 
new ideas and include them in the sum- 
maries. (Applause.) 
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The President (in French) — We thank 
Mr. Ibl for his interesting information. 

From the legal point of view, we now 
have before us two interesting reports : 
that of Spain and that of Czechoslovakia. 
Our information shows that of these two 
legislations, one is already in force, while 
the other soon will be. 

Has anyone else any other information 
of this kind to give us ? 


Mr. Henning, Belgian National Rail- 
ways Co. (in French). — I would like to 
ask delegates who represent countries 
where there is legislation applying to mo- 
tor transport, if they have any laws which 
apply to transport by individual motor 
lorries. 


In Belgium there are 60 000 privately- 
owned lorries, and only 9 000 of these be- 
long to transport undertakings. Now the 
private individual who transports by mo- 
tor finished products or goods of any 
other kind which were formerly sent by 
rail, does just as much harm to the gen- 


eral economy as the road haulier. Are 
there any laws about this ? 
My. Ibl (in French). — Just now I 


only mentioned the essential points in 
the legislation we now have in force, but 
this question also is regulated. There is 
a tax on motors which is intended to sup- 
ply funds for repairing the roads. The 
individual lorries have to pay a supple- 
mentary tax, but a smaller one than that 
on transport undertakings, 


The President (in French). — Would 
Mr. Bravo be good enough to tell us if in 
the proposed Spanish law there are any 
regulations like those Mr. Henning has 
mentioned ? 


Mr, Bravo (in French). — There are 


no special taxes on individual lorries in 
Spain. These latter only pay the taxes 
which fall on all motor vehicles without 
discrimination. 


The President (in French). — The 
answer to Mr. Henning’s question is con- 
sequently as follows : no such provision 
is made in the Spanish law, while in Cze- 
choslovakia there is, in addition to the 
usual tax for the right to use the road, 
a special tax on privately-owned lorries. 


Mr, Ibl (in French). — A distinction 
must be made between transport by the 
motors belonging to private firms, for 
example those of a trader, and those of 
a road haulier, who carries out transport 
for a third party. There are also under- 
takings with regular traffic over fixed 
routes; in the case of the latter, the ne- 
cessary arrangements are made. On the 
other hand, individuals responsible for 
an irregular traffic stream have to apply 
for a concession and have to pay a tax 
equal to that imposed on the railways. 
In the case of the individuals whose ve- 
hicles are used to. transport their raw 
materials and their finished products, no 
concession is required, but they have to 
pay a fixed annual tax intended to pre- 
vent abuse. 


Mr, Goonetilleke, Ceylon Government 
Railway. — Speaking with reference to 
countries where road transport is almost 
entirely in the hands of buses and lor- 
ries driven by their respective owners, I 
shall be very grateful for any informa- 
tion in regard to countries that have 
legislation in force: a) restricting the 
numbers of motor vehicles on particular 
routes; 0b) fixing maximum working 
hours for « owner-drivers »; ¢) enforce- 
ment of time tables and fares schedules. 
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The President (in French) .— In France 
the motor services are controlled; there 
is also a law which limits the period of 
work. In practice this law is not en- 
forced. The motor has complete liberty as 
regards its timetables, rates, choice of 
traffic, etc., nor is it subject to any re- 
gulation as to the working hours of its 
drivers. 


Mr, Ibl (in French). — In Czechoslo- 
vakia, the railways have facilities in the 
way of extending the working hours ac- 
cording to the needs of the service. 
Theoretically this advantage is not grant- 


ed to the men employed on motor omni- 
buses. 

The question is not yet, however, com- 
pletely settled. An endeavour is being 
made to make things equal, so that road 
transport can have the same facilities as 
transport by rail. 


The President (in French). — I think 
that we have now made a good prelimin- 
ary study of this question. As it is al- 
ready late, I propose we end this Meeting 
and meet here again tomorrow morning 
at 9.30 a.m. (Agreed.) 


— The meeting ends at 12.10. 


Meeting held on the 26 January (morning). 


(3rd and 4th Section meeting jointly.) 


Mr. M. MARGOT, PresweNT oF THE 3rd SECTION, IN THE CHAIR. 


— The Meeting begins at 9.55. 


The President (in French). — Gentle- 
men, you will have read in today’s issue 
of the Daily Journal of the Session a 
summary of the discussions we had at our 
Meeting yesterday, when very interesting 
information was laid before us by Sir 
Evelyn Cecil, Mr. Bravo and Mr. Ibl, and 
at which we heard the question raised by 
Mr. Goonetilleke, the representative of the 
Ceylon Government Railway. 

We will continue the discussion. Four 
other speakers have sent in their names, 
and I will ask Mr. Estéves to begin. 


Mr. Estéves, Portuguese Railways (in 
French). — The Portuguese Government 
also has studied the question of compe- 
tition between transport by railway and 
by road motor. It has nominated a com- 
mission to study the co-ordination of 


transport, which has already adopted cer- 
tain general principles which I think the 
Meeting would be interested to hear of; 
these principles are now being considered 
so that the regulations may be carefully 
drawn up. 

First of all, we have public motor serv- 
ice undertakings which are submitted to 
a contract including an authorisation 
from the Government, with very precise 
obligations laid down concerning the mi- 
nimum duration of the concession, the 
security of the undertaking and, in gen- 
eral, all those conditions needed to assure 
regular and safe working. 

Motor transport services requiring a 
concession are divided into two classes 
according to their situation in relation to 
railway lines already in existence. 


4st group : Motor transport services in 
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competition with the railway — these are 
those which begin and end in an area 
within 10 km. (6 miles) on each side of 
a railway that is still being operated. 
This class also includes all motor trans- 
port services the mileage of which is 
greater than 100 km. (62 miles). 

In the case of lines which fall within 
this class, no special protection is given 
by the State, and they have to submit, as 
far as possible, to the same conditions as 
those under which the railway is oper- 
ated. 


2nd group: Motor transport services 
acting as feeders to the railway. These 
are the services which are not in compe- 
tition with the railway and carry out 
transport in regions which are not direct- 
ly served by a railway. In the case of 
such lines, the conditions under which a 
concession is granted are more favour- 
able, and in certain cases it is even pos- 
sible for them to get a subsidy from 
the State. 

In fact, we have based our practice on 
the principle that we must profit by the 
progress made in modern methods of 
transport in order to complete the exist- 
ing systems, and in this way avoid des- 
troying what is in fact an important part 
of the national assets. 


The President, — Is this projected le- 
gislation ? 


Mr. Esteves. — It is a bill drafted by 
the Commission and which will be adopt- 
ed by the Government. 


The President. — Mr. Ottone will now 
speak. 


Mr. Ottone, Confederazione Nazionale 
Fascista dei Trasporti terrestri e delle 


Navigazione interna, Italy (in French).. 


— I should like to give you some inform- 


ation about a decree recently published 
by the Italian Government, in which 
questions of competition, the conditions 
under which public services, secondary 
railways — the main lines being oper- 
ated by the State — are to be worked, ac- 
cording to a general plan and new econ- 
omic principles. 

The Italian Government considers that 
Regional Unions should be established to 
operate all the means of transport of the 
region. In this way, stronger organis- 
ations would be formed, which would be 
able to co-ordinate all the methods of 
transport of the different regions, give 
up those which appear to be useless and 
develop to the utmost those best suited 
to meet the general requirements. We do 
not think that there are any insurmount- 
able difficulties in the way of the ap- 
plication of this scheme, and we are sure 
that our Government will see its way to 
the application of this plan. 

Another article of the decree in ques- 
tion deals with lines with very little traf- 
fic, which are no longer able to pay their 
way. These will be authorised to give up 
their railway services and set up motor 
services. This article also lays down that 
the subsidy intended for the operation of 
railway services can be used partly or en- 
tirely for motor services. 

Finally, a third article grants us, ex- 
perimentally, for a period of one year, a 
certain liberty of action as regards the 
rates. During the present year we may 
consequently reduce the rates and grant 
certain facilities without asking for the 
consent of the Government before doing 
so. 

This measure is a great step forward 
in giving us the liberty of action for 
which we have long been asking. None 
of us wish to see government control 
completely abolished; such control is a 
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necessity in order to safeguard the inter- 
ests of the public. 

But there is control and control. We 
do not want the control over certain of- 
fices to be turned into a kind of manage- 
ment which modifies the terms of the 
concession and is a source of danger to 
us. - 

We hope that the experiments which I 
have just mentioned will succeed, and 
that is why I have called the attention of 
the Meeting to them. 


The President (in French).— We have 
just heard two speakers who have given 
us some supplementary information about 
the tendency of new legislation. Conse- 
quently, we have now heard four very 
interesting statements, in addition to that 
of Sir Eveyn Cecil who called our atten- 
tion to the need for inciting the States to 
give us a more just distribution of the 
burdens borne by transport undertakings. 

I will now ask Mr. Level to address the 
Meeting. 


Mr. Level, Compagnie des Voies fer- 
rées d’intérét local, France (in French). 
— Gentlemen, we are gathered here to 
discuss a question called competition or 
co-ordination of transport, and, as we 
have already noticed, it is common to all 
Congresses to have their questions drawn 
up and prepared several years in advance 
so that, at the time they are actually dis- 
cussed, they are, as is the case today, al- 
ready rather out of date. 

I am sure that if it had been prepared 
recently the question would have been 
worded as follows: « Liberty or co-or- 
dination of transports. » This would have 
been much better. 

Liberty ! Obviously we are all in favour 
of liberty, but this in itself is only a 
word, and absolute liberty means anar- 
chy. What we need is an organised liber. 


ty, such as should be found in all civil- 
ised countries. It is certain that what 
we have before us today is a real anarchy 
in transportation. If we consider on the 
other hand co-ordination, it is to be re- 
gretted that recently, when using the 
French language which contains such 
word as « coordination, cooperation, 
collaboration », these three words have 
been used indiscriminately. Collabo- 
ration! We are all ready to collabo- 
rate. We ask for nothing better than to 
be allowed to collaborate with the motor- 
ists, that is to say to study with them 
the questions which interest us both. We 
ask for nothing better than to co-operate 
with them, to work together with them. 
But for this, co-ordination is needed, that 
is to say something which we, operators, 
are unable to effect ourselves, and which 
is urgently needed in order to put a little 
order where today there is nothing but 
disorder. 

Only the Governments are qualified to 
obtain such co-ordination. They can and 
should, by taking the necessary steps, in 
conformity with the general interest, help 
us; I was going to say protect us, and I 
think that the present Congress will want 
to.express a wish to this effect. 

In any ease, if they cannot give us pro- 
tection, they should defend their conces- 
sion holders in every way. When we sig- 
ned our concession contracts we were 
given certain rights at the same time as 
we assumed certain burdens. 

The burdens continue to weigh heavily 
upon us. Surely it is time that our rights 
also were respected. 

Yesterday, Sir Evelyn Cecil very clearly 
expressed a point of view that you all 
must hold. .He asked if the railways 
should continue to exist, or if they should 
be done away with? There you have 
the whole question in a nutshell. If they 
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are to be done away with, there is no- 
thing to be done in the matter. If on 
the contrary Governments and public 
opinion favour the continued existence 
of the railways, they must take the steps 
necessary in order to assure their via- 
bility. 

I think the question is very clearly en- 
nunciated in this fashion. However, it 
is perhaps a little too general in scope, 
seeing that it is possible that in a given 
region certain railway lines may be con- 
sidered, with or without reason, as un- 
justified whereas still others can be 
saved by appropriate measures, such as 
those we considered yesterday: by the 
use of rail motor coaches, or even, in 
certain countries, by changing the clas- 
sification of certain lines which are called 
lines of general interest whereas in real- 
ity they are secondary lines, of local in- 
terest, and such an alteration in their 
class may be sufficient to save and main- 
tain them because of the resulting oper- 
ating economies. 

Consequently, I think we should all 
agree in insisting very formally and very 
strongly that our Governments should 
give us effectively, in the near future 
the co-ordination we desire, and in this 
spirit I want to ask the Bureau, no mat- 
ter what summaries be presented after 
this, to recommend to the Sections united 
together to add their votes to the wishes 
expressed by the Sth Section, and which 
you read yesterday. I think that these 
wishes, which are briefly worded and in- 
clude the idea of protection, or of. de- 
fence if you prefer, of the interests con- 
fided to us, should be ineluded in the 
question with which we are dealing to- 
day, and it was for this reason that the 
Sth Section asked us to defer it, in spite 
of the fact that we had already adopted 
it, to the present joint meeting of the 
Sections. 


We hope therefore that you will join 
in this wish. | 


The President (in French). — The Bu- 
reau will note the remarks made by 
Mr. Level so as to take them into account 
in the summaries which will be pur be- 
fore you this afternoon. 

Mr. Henning now wishes to make a re- 
mark, 


Mr, Henning (in French).— The ques- 
tion of competition between motor and 


-railway has already been dealt with in 


three Sections and from the discussions 
which took place we might get the im- 
pression that the railway only improves 
its operating methods and increases the 
facilities it offers passengers and indus- . 
try under the pressure of motor compe- 
tition. 

I think we should be careful to avoid 
giving the public such a false impres- 
sion. It is not because of motor compe- 
tition, but because of new requirements 
that we make the different alterations in 
question. . 

Apart from this, I should also like to 
draw the attention of the Meeting to a 
consideration of another kind : in hardly 
any country do the road motor under- 
takings bother to obey the police regula- 
tions about road vehicles, particularly as 
concerns the weight of the vehicles and 
their speed. With us the load of lorries 
is not allowed to exceed 10 tons with- 
out special permission. However, it is a 
well-known fact that the lorries trans- 
port as much as 415 tons of goods without 
including the weight of the vehicle. Now 
you can imagine the effect of such trans- 
ports on the roads. As to speed, it is 
known that lorries carrying 10 tons of _ 
goods are a real danger. They only take | 
one day to cover the distance between Am- 
sterdam and Paris, so we may wonder 
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how they can possibly respect the 8-hour 
working day. 

Goods transported by road get through 
the customs at the frontiers much quicker 
than goods transported by rail. 

I think that these remarks might be 
included in our summaries, 


The President (in French). — We will 
take all your remarks into account in 
drawing up our summaries, in order 
to avoid giving the impression that we 
have only brought our methods up to date 
under the influence of motor competi- 
tion. 


Mr. Cancela de Abreu, State Railways 
in the Portuguese Colonies (in French). 
— | think that the question we are now 
discussing is one of the most important, 
if not the most important, on the agenda 
of the present Session. It should there- 
fore receive our closest and most pro- 
found attention. The problem of competi- 
tion between transport by railway and 
by road, which is met everywhere to an 
extraordinary extent, not only threatens 
the railway undertakings and adminis- 
trations, but goes even further and at- 
tacks the national economy. The enemy 
before us, who fights us without either 
nobleness or loyalty, forces us to take 
exceptional measures; but the most effi- 
eacious of these are beyond our control 
and we have to ask the Governement to 
take them for us. 

I have read Mr. Cox’s special report 
very carefully and I take this opportunity 
of congratulating him upon it. I think, 
however, that he has been rather opti- 
mistic in his general summaries. It is 
true, and several delegates have just told 
us so, that in certain countries there are 
laws, or laws are in preparation to solve 
the problem. But I think that these 
measures will still be insufficient to solve 
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the question; on the other hand in some 
other countries nothing at all has been 
done up to the present. 

In my opinion, the summaries of Re- 
port No. 2, by Messrs Villamil and d’Ocon 
Cortés, better meet the general circum- 
stances. Moreover, the opinion expressed 
by the 5th Section, read to us yesterday, 
more fully meets the question such as it 
arises today, The idea they express is 
very apposite and we should make it our 
object likewise. — 

Under these conditions, seeing that it 
is necessary to make some more concrete 
affirmations on this matter, I suggest 
that the present Meeting should adopt as 
its summaries the opinions expressed by 
the 5th Section. 


The President. — Unless subsequently 
amended ! 


Mr, Cancela de Abreu (in French). — 
Obviously, Mr. President, in this connec- 
tion I should like to take as our first 
summary the first wish of the 5th Sec- 
tion, with the modification I am going 
to suggest, and as our second summary 
the second wish; then we can take the 
first paragraph of Mr. Cox’s summaries 
as our third resolution, and the last para- 
graph as our fourth resolution. 

I should like to remark at this point that 
the original text of Mr. Jacob’s report has 
been altered by putting « the public rail- 
way services... have the right to be de- 
fended... » instead of « ... have the right 


to protection... » 


I certainly do not think that the rail- 
ways should ask for protection; all that 
is needed is that they should be defended 
with justice : i. e. equality of conditions 
with the road transport undertakings. 
Consequently I suggest that we should 
adopt the following supplementary para- 
graph to the 5th Section’s first wish : 


‘Gee Tt auld be ell it at. Teast such ¢ 
fence consisted either in a reduction of 
the taxes and other charges which weigh 


upon the railway, or in an increase on 
those upon motor transport, so that the 
‘working of the two systems be brought 
by the laws of every country under just 
and equitable conditions, i. e. so that 


competition may occur under real and 
properly regulated equality. » 


. The President (in French). — I would 
like to point out to Mr. Cancela de Abreu 


that if Mr. Cox has not been more defi- 


nite in his summaries, particularly. with 
regard to regulation, it is because, as Sir 
Eveyn Cecil pointed out yesterday, the 
question has greatly developed since he 
made his report. 


Czechoslovakia for: example, where they 
date from ‘December 1932. In other coun- 
tries such laws are still only projected 
or mere decrees, and it is therefore na- 
tural that Mr. Cox should not have taken 
any definite position upon this idea 
which today’s discussions has brought 
out. c 

Dr. Dorpmiiller, the General Manager of 
the Reichsbahn, will now speak. 


Dr. Dorpmiiller, Permanent Commis- 


sion of the Association and General Man-— 


ager of the Deutsche Reichsbahn (in Ger- 
man). — I can only speak for the main 


line railways, that is to say for the State 


Railways, and for the great companies 
who serve a large part of the country. 

In examining this question, we must 
obviously take into account other condi- 
tions than when it is a question of com- 
petition between the road motor and the 
secondary railways. 


The main line railways have only been i 


It must also be noted 
that all the information which we have 
received shows that the laws we have 
been told about are of recent date, as in 
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Now the road eter has idee: a breech > 


in this rates system which we had built — 


up. By its lower rates, it has taken away 


the railways’ profits, and consequently 
makes it impossible for them to offer any 


more, for the benefit of the general econ- — 


omy, reduced rates for foodstuffs and 
raw materials. It was all the easier for 
it to disorganise things in this disastrous 
fashion that we carry some goods at 
rates 10 times: higher than those of the 
Consequently the - 
motor had only to fix its rates a little 


lower than this rate to upset the whole 


of the goods transport services in the 
higher classes of goods which made it 
possible to transport foodstuffs at low 
es 

- Now we must try to find a yemedy — 
for this situation, All the remedies which 
have been suggested here are insufficient. 
We are no longer able to xe-establish the 
conditions of former times, A e. trans- 


‘thanks to having : a monopoly. 


In order to stop motor competition, Bae 
would be necessary to burden it with 


ny 


2 
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charged by the railway. Now this is quite 
impossible. 


We have, therefore, had recourse to 
the following method. We asked the Gov- 
ernment to isue a decree forbidding the 
owners of motor lorries to transport at 
lower rates than those charged by the 
railways. Here again what we expected 
happened. It is impossible to control 
these road undertakings. The regulation 
that the motor cannot carry goods at 
lower rates than the railway rates exists 
on paper. It has been so for the last 
15 months, but as far as we are concern- 
ed with absolutely no results. 

Consequently it is not possible to fight 
the road by increasing the taxes, and laws 
against it are of no avail either. Nor is it 
possible to come to agreements with the 
owners of road motor vehicles. These 
people pretend to observe the regulations, 
but in actual fact elude them, while the 
State Railways keep within the law. 

It has also been said that it would be 
possible to make competition less dan- 
gerous if the road motor, like the rail- 
- way, were obliged to run at fixed hours 
and even serve those districts where 
transport does not pay, as both sides 
should be treated alike. But it is not 
possible to make the motor work where 
it earns no profits. Only the railway can 
be asked to make such a sacrifice. 

If we decided to fight and reduce our 
rates for the higher classes of goods, the 
consequence would be to increase the 
anarchy. First of all we should lose 
enormous sums, and secondly we should 
be obliged to raise the rates for food- 
stuffs and raw materials, so that these 
latter would go to the waterways. You 
see we have to chose between the frying 
pan and the fire. 

What I have just said is already fa- 
milar to you all. I dwelt on it a little so 


that you may understand what I am going 
to say next. I am speaking of a fact that 
the public does not take into account. 

I venture to prophesy that in a few 
years time the disorder will have become 
so great that we shall have to ask the 
authorities to amalgamate all the trans- 
port undertakings. 

Just as in the past the Post Office has 
taken to itself the telephone system and 
wireless, so the railway should under- 
take the whole of the transport services. 
But the two systems can only be amal- 
gamated if they are part of a single or- 


ganisation, either because the State has 


granted monopolies, or because they are 
operated by the State itself. 

I should like to point out that at the 
present time we are only at the beginning 
of the development of the motor. Even 
what we see today in America is not the 
end. 

But today the economic conditions are 
so bad that neither the motor nor the 
railway are really profitable. This would 
be the time to combine all the different 
motor transport companies and introduce 
a monopoly. 

The railways could become once again 
benefactors as regards the general econ- 
omy and would draw up their rates in 
common with the motor. 

There is no question of the companies 
wanting to make large profits, or that the 
State ought to make much gain; all that 
we want is that the country should have 
its transport services assured at the 
lowest possible rate. 


The President (in French). — Gentle- 
men, I suggest that we should end for the 
time being with this interesting state- 
ment from Dr, Dorpmuller, and continue 
the discussions this afternoon at 3 o’clock. 
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Mr, Jourdain, Chemins de fer secon- 
daires du Nord-Kst, France (in French). 
— Mr. President, in view of the import- 
ance of the discussion that is going to 
take place on the summaries, we have 


drawn up some resolutions. Could not 


these be read out ? 


The President. — We will consider the 
text of the summaries this afternoon. 


— The Meeting adjourned at 11.30. 


Meeting held on the 26 January (afternoon). 


(3rd and 4th Sections meeting jointly). 


Mr. M. MARGOT, PresipENT OF THE 3rd SECTION, IN THE CHAIR. 


— The Meeting is opened at 3.15 p.m. 


The President (in French). — Gentle- 
men, this morning, when we had finished 
the discussions, I asked you to be pre- 
pared to come to the summaries this af- 
ternoon. 


This morning’s Meeting ended with the 
masterly speech of Dr. Dorpmiiller, Gen- 
eral Manager of the Deutsche Reichsbahn, 
foretelling a monopoly. This formula, 
which is a State formula, certainly has a 
more absolute character than the other 
formule suggested in the course of the 
discussions. In fact the formule which 
were mentioned were generally directed 
rather towards the concession system. I 
am afraid, however, that if we include 
the idea of State monopoly in the sum- 
maries, this will contradict the opinions 
already expressed, which are based on 
the idea of concessions. 

What must be taken into account is, 
in fact, that we are unanimous in ad- 
mitting the necessity for Government in- 
tervention. But it is also certain that the 
regulations must vary with the cireum- 


stances of each country. It is this much, 


more general direction that we must aim 


at, and certain delegates have been good 
enough to draw up some proposed sum- 
maries with this end in view, upon which 
we can reopen the dicussion, basing it 
upon a definite text. This text has been 
drawn up in French. The English and 
German translations will be made at once. 


I am going to ask one of the members 
who drew up these proposed summaries 
to read them to us in French, after which 
we will have the English and German 
translations read out. 


Dr. Dorpmiiller (in German), — I ex- 
pected an objection of this sort to be 
made. I did not blind myself to the fact. 
However, I persist in my opinion that if 
these gentlemen find difficulties in their 
own countries, I myself will also find it 
difficult to apply in practice the ideas 
expressed. 

Nonetheless, like you, I am of the opin- 
ion that we should endeavour to agree 
unanimously upon the wording of the 
summaries. _ 

However, the one thing [ am sure about 
is that the railways’ deficit will oblige 
us to consider the idea of a monopoly in 
the near future. 
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iis — ~ Railways and road. 
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remarks fade Sean qi 


he present Session, the develop- 
t of goods transport has been much in- 
creased by the improvement and the exten- 
sion of the motor lorry. The consequences 


are as troublesome to the great Systems as 
> stor the Railways of local interest. ; 


2s In every country the railways wars been 


seriously handicapped in their efforts to pre- 
serve and increase their traffic by the une- 
quality of the conditions governing transport 


by road and by rail. Since the commence- 
ment of their existence, the railways have 
been the object of much legislation on the 


subject of precautions to be taken in the inte- 
rests of safety, conditions of transport, the 
right to establish rates and the publication of 
tariffs. This legislation originated from the 
fact that the railways enjoyed a virtual mo- 
nopoly, and that is was, therefore, necessary 
to protect the public in different ways. 


3. The result is that the railways, which 
have heavy expenses — especially for the 
maintenance and improvement of the per- 
manent way — are subject as well to taxa- 
tion, particularly heavy in certain countries, 
and to heavy obligations in respect of trans- 
port and of safety, whereas the automobile 
undertakings have every liberty in fixing 
their schedules and their rates as well as 
in their choice of traffic. They use this 


liberty to take the cream off the traffic 


normally remunerative to the railways, which 
leads to the inevitable consequence of oblig- 
ing the latter, in order to save disaster, to 
increase, to the great prejudice of the general 
economy, the tariffs now in force upon heavy 
merchandise or goods of first necessity. 

_ The uoad motor Pansporlubdentalings es- 


aaa bbleatiohs of the railways, often even 


in regard to the conditions of remuneration 


and work of their personnel. 


However, the railway has, like every 
other undertaking, right to a fair distribu- 
tion of obligations and expenses. If this 


. . 
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idea of equity cannot be resolved in the 
same manner everywhere, the tendency 
must manifest itself in each country accord- 
ing to its own conditions. 


4. The statements presented to the Con- 
gress indicate a certain. number of measures 
adopted in different countries with the object 
of establishing a certain equality between the 
two methods of transport. 

Since, measures of the same nature have 
been taken in some countries, or are on the 
verge of being put into force in others. 

It is certain that unregulated competition 
between forms of surface transport is extre- 
mely prejudicial and causes economic losses, 
and that the low cost of certain types of road 
transport is more apparent than real, in view 
of the fact that the high cost of the roads is 
not equitably supported by the road trans- 
port, but recoils on the public. In other 
words, the road transport industry in this 
way is subsidised by the rate-payers. 


5. First of all, it is necessary that the State 
should lighten the regulations imposed on the 
railways in order to enable them to mo- 
dernize their methods, with a view to giving 
the public the same satisfaction as the auto- 
mobile, without their being obliged to have 
recourse to a tariff war which would be 
disastrous for the general economy. 


6. The condemnation of such a tariff policy 
brings logically in its train measures affect- 
ing public transport by automobile. To avoid 
competition, which is prejudicial to the na- 
tional general economy, to maintain public 
automobile transport in the form of a normal 
use of the road, to regulate its organisation 
and circulation as the execution of a public 
service requires, these are measures that are 
not contrary to progress and which would 
conciliate the interests concerned if direct 
understandings could usefully intervene be- 
tween the railways and public road transport 
undertakings. 

Co-ordination would leave each method of 
transport to fulfil its own role for the good 
of the public and the aim of regulation 


would be purely policing. But such direct ' 


understandings are generally made difficult 


by the dissemination of road transport and 
its particularism, 

The railways have notwithstanding en- 
deavoured in every way to co-ordinate the 
two methods of transport. In countries like 
Great Britain, where the railway companies 
did not possess general powers for operating 
road services, these powers have now been 
granted. 

In a general manner, it may be said that, 
whether by means of road transport services 
run directly by the railways, or by agree- 
ments with the automobile lines, the rail- 
ways have endeavoured to co-ordinate the 
two services so that: 


a) The one becomes an affluent of the 
other, especially in the case of passenger 
transport; 


b) Transport of goods from door to door 
may be effected by the creation of well or- 
ganised collection and delivery services. 


7. The railways have not ceased to take 
measures for modernising their organisation. 

They have accelerated their passenger serv- 
ices. They have often themselves utilised 
automobiles. They have gone into the 
question of general employment of rail mo- 
tor cars, which are economical, rapid and 
comfortable means of transport. 

Some railways have not hesitated to go 
to heavy expenses in electrifying lines with 
heavy traffic, giving them an up-to-date 
signalling. 

As regards the good services, the railways 
have also remarkably accelerated the rapidity 
of transport and have reduced the period 
for delivery: They have organised door to 
door services. 

They have had recourse to the use of 
containers. 

They have given to users the facility of 
warehousing goods in the goods stations. 


8. To sum up, it is necessary that the rail- 
ways continue the; efferts they have made to 
still further improve their working methods, 
but it is necessary that they also receive 
from their Governments the help and gua- 
rantee necessary in consideration of the 
general interest. 


| French). ee Dr. ‘ee 


Il now put before the Section. 
uF he ov read the French text 


las hate in 2 nile para- 


 anepont has mueh sin abomaeogg 


_T think we e will ‘all A to making this 


addition. ( ere: ‘ 
s ad 
; ne ~_ 


a suggestion fo me, 


oe be ease 


i The laws 
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Id like to alter the wording of Pa- 


: ~-ragraph 2 and say: « This legislation was 


"justified at its origin by the theory that 
_ the railways enjoyed a virtual monopoly, 


7 and that it was, therefore, necessary to. 


protect the public ine different ways; it 
continues to be so for the consideration 
that the railways he serve the general 
interest. »- : 


The President. — If no objections are 
put forward, we will adopt paragraph 2 
with this modification. ( Agreed.) 

We will now go on to Paragraph 3. 
Are there any remarks ? 


Mr. Henning (in French), — Perhaps 
we might complete this by saying : « It is 
seen, moreover, that in certain countries 
the recent laws on transport are not 
obeyed by the road undertakings. In ad- 
dition, road transport services have facil- 
ities for passing through the customs, not 
given to the railways. » 


The President. = This was mentioned 
this morning. 


“Mr, Jourdain (in French). — Is not 
this an attack on the motors, the thing 
we have tried to avoid in our r text oe 


Mr. ‘Henning (in French). — Might we 
‘not say : « It is noted, moreover, in cer- 
tain countries, that the laws on the po- 
licing of the roads as well as laws on 
conditions of service are not respected 
_ by the road transport undertakings un- 
less such infractions are punished by the 
competent authorities. In addition, the 
road transport undertakings frequently 


have facilities. for passing through the 


customs at frontiers, facilities which are 
not given to the railway. ». 


The President. — I can confirm that 


what Mr. Henning has mentioned actual- 


ly does exist; I know. some scandalous 
examples. 


Mr. Level (in French). ss 7 do not 


want you to insist on this. This is a par- 
ticular case, and it seems to me that it 
weakens the general point of view which 
we have in mind. It says further on that 


‘we ask for: « equality of legal and ad- 


ministrative regime for all methods of 
transport. » This is definite. By quoting 
particular cases, we weaken the general 
regulations which we are asking for for 
everyone. If Mr. Henning would be con- 
tent with our wording, I really think it 
would be best. 


Mr. Goonetilleke. —I support Mr. Hen- 
ning’s suggestion. We ought to take every 
possible step to strenghten our case. At 
the present time competition between rail 
and road in unfair. In the case of road 
transport, the load limits are exceeded, 
and there are a whole series of cases 
showing that road motor transport is in 
a privileged position because of the facil- 
ity with which it can infringe the regu- 
lations. 


_ For my part, I will support every pro- 


posal that seems likely to strengthen our 
text. 


Sir Evelyn Cecil. — I would suggest 
that Mr. Henning’s proposition be adopted; 
it might be imserted in a few words at 
the end of the 2nd paragraph of clause 3, 
rather than in clause 4, to which it fits 
less well. 


_.The President (in French). — We. 


might very well include this in point 3 
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where the situation of the two methods 
of transport is. reported. I would like 
Mr. Henning to put his idea into a form- at 


ula which we can develop. 


If the Meeting wants to retain Mr. Hen- 
ning’s idea , we can leave it to the Bureau 
to draw up the wording. (Agreed.) — 


Mr. de la Torre y Eguia, Ministry of 
the Fomento, Spain (in French), — if 
should like to remark that it is not only 
questions of fairness nor aspects of the — 
legislation, so well brought out in the © 
proposed text, with which we are con-— 

cerned. There are other circumstances 
which vary from one country to another. 
In this connection, I can say that Spain 
is in quite a different situation to that 
of other countries, because the railway 


- companies have been given, by the State, 


privileges which are very much to their 
benefit. I can give you figures. When 
it is a question, as in the case of the 
Spanish Government, of a subsidy or 
grant to the companies of the order of 
1800 million pesetas, it is not possible to 
ask for equality of treatment with the mo- 
tor. This cannot be done. 


The President (in French). — This re- 
mark strengthens the last paragraph of 
Summary 3 in which it is said : « How- 


ever, the railway has, like every other un- 


dertaking, right to a fair distribution of 
obligations and expenses. If this idea of 
equity cannot be resolved in the same 
manner everywhere, the tendency must 
manifest itself in each country acoording 
to its own conditions. » 

We will complete the second ERE 
and strenghten the third by adding the 
necessary modifications. I suggest that 
we should leave it to the Secretariat to 
draw. up the text which will be Buh ie 
‘fore you later on. 
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Summaries. 4, 5 and 6. — These para- 
graphs were adopted without question. 


Mr. Mellini, President of the 5th Sec- 
tion (in French). — In summaries 5, 6 
and 7, I find the expressions : « automo- 
bile, public automobile transport and 
public road transport undertakings... » I 
should like to know if those who drew 
up the text used these different ex- 
pressions to describe a single state of 
affairs because, as far as Italy is con- 
cerned, for example, the summaries are 
rather confusing. The road carriers are 
as a rule all the people who carry out 
road transport. The public motor trans- 
port undertakings may, as far as we are 


concerned, be carried out by taxis or mo- 
tor cars from garages. The carrying out 
of a public service is another matter. 
If these expressions refer to different 
things, we must make it quite clear what 
we exactly mean. As far as our legisla- 
tion is concerned it is necessary in every 
case to clear up this point. 

— After a short discussion it is de- 
cided, on the advice of the President, to 
re-examine in this connection summaries 
4, 5 and 6, in order to prevent any mis- 
understanding. 


— Mr. Margot then gave place to 
Mr. Mellini, the President of the 5th Sec- 
tion. 


PresipeNcy oF Mr. MELLINI, Prestpent or THE 5th SEcTION. 


The President, — We will now con- 
tinue the discussion. 


Mr. de la Torre y Eguia (in French). 
— In connection with Summary 6, I 
should like to make another small obser- 
vation; it says: « To avoid competition 
prejudicial to the national general econ- 
omy...» In my opinion this text is too 
categorical : we cannot, as soon as there 
is any competition qualify it by the word 
prejudicial. I suggest the sentence « to 
avoid cases of competition which would 
prove or would have proved prejudicial...» 


The President (in French). — We 
cannot wait until competition has taken 
place to know if it is going to be preju- 
dicial; we have to decide whether it will 
be so be forehand and, in this case, re- 
ject the request. 


Mr, Level (in French). — Instead of : 
« To avoid competition which is preju- 
dicial... » we might say: « To avoid the 


cases of competition prejudicial... » In 
this way everyone would be satisfied. 


Mr. de la Torre y Eguia. — I agree. 


The President (in French). — If every- 
on agrees we will go on to Swmmary 7. 
I should like to make a slight alteration 
thereto. It says: « They inave gone into 
the question of general employment of 
rail motor cars, which are economical, 
rapid and comfortable means of trans- 
port. » It looks as though we thought the 
trains were not comfortaple. Could we 
not say : « particularly comfortable. » 


Mr, Level (in French). — Let us say : 
« ... rail motor cars, which constitute, in 
some cases, economical, rapid and com- 
fortable means of transport. » 


The President. — I think everyone 
would agree to this. 


— The modification was agreed to. 
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Are there any other remarks on the 
the summary which has just been read ? 


Mr, Avery, North Western Railway, 
India. — I am not quite sure whether the 
railways have reduced their fares else- 
where. On the North Western railways 
we have introduced cheap single journey 
fares and we have found ihat in certain 
cases the earnings increased up to 250 %. 


The President (in French). — This 
question has been dealt with by the 
5th Section when rail motor coaches were 
discussed generally together with increas- 
ed services. 


Mr, Jourdain (in French). — These are 
particular cases which it is very difficult 
to introduce into the summaries. 


The President (in French). — Does 
Mr. Avery insist on having his remark 
mentioned in the summaries ? 


Mr, Avery. — I would like to suggest 
that just these words « that the railways 
have reduced their fares » be mentioned. 


The President (in French). — We 
would then come to the position of com- 
petition... 


Mr, Level (in French). — ... competi- 
tion by means of the rates, which we 
have condemned in another paragraph. 


Dr. Dorpmiiller (in German). — | 
should like to raise my voice in warning. 
I want to ask you to be very cautious as 
regards the reduction of the rates. There 
are cases in which such a reduction leads, 
not to an increase in the receipts, but to 
a decrease. In Germany, the reduction of 


the rates for goods and passenger trans-’ 


port has led to a considerable loss. 


Mr. Avery, — I did not mean. to advise 
that railway fares should be reduced 
generally, but only on short sections. In 
actual experience we have iound that the 
earnings have increased 250 % on those 
lines that are off the main line — on 
suburban lines. 


Sir Evelyn Cecil. — I cannot help feel- 
ing that this is really a specific case 
which can hardly be included in a more 
general statement, such as we are dealing 
with here. 


The President (in French). — If 
Mr. Avery likes, we can vote on his sug- 
gestion. But at a Congress it is better 
to reach a solution to which everyone 
can agree. Consequently I suggest that 
he should withdraw his suggestion which 
will be mentioned in the minutes of the 
Meeting. 


Mr, Avery. — I really mentioned that 
point to be included in the general state- 
ment, but if the president thinks it should 
not be included, I raise no objections. 


The President. — Summary 7 is there- 
fore approved, and we come to Summa- 
ry 8. 


Mr. de Spirlet, Nord Railway, Belgian 
lines (in French). — I wonder whether 
it would. not be, better to say in summa- 
ry 8: « improving » instead of « mo- 
dernising ». By using the word « mo- 
dernising » we might suggest that we em- 
ploy out of date methods. 


Mr, Level (in French). — The word 
« improving » would be worse. It would 
perhaps be better to say: « ... for still 
further improving... » 


The President (in French), — I am 
sure we all agree to this. (Agreed). So, 
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now we come to the last part, to the gen- 
eral summary. Are there any remarks ? 


Mr. Chiossi, Italian State Railways (in 
French). — I have not got the text be- 
fore me, but I think I rernember a sen- 
tence which says that the railways are an 
important part of the national assets. If 
our economic value should be destroyed, 


we would no longer have any reason to ~ 


exist. I think it would be well to say that 
we still represent a vital part and that 
our assets have an economic value. It is 
only a modification in the wording that 
I am suggesting. 


Mr, Level (in French). — We might 
say : « The public service by rail consti- 
tuting a national utility which has pre- 
served its value... ». The economic role 
comes second. 


The President. — Can we not leave it 
to the Bureau to draw wp the proper 
wording ? 


Mr, Chiossi. — Agreed. 

The President (in French). — Para- 
graph 8, with the modifications just sug- 
gested, is therefore approved, 

So now we come to the last point re- 
lating to the Railways and Airways, word- 
ed as follows : 


« Air transport, in its present state, does 
not present the same aspect of competition. 

« In a general way, the aeroplane consti- 
tutes, for very long distances, such progress 
that the railways can only continue to faci- 
litate working together with the aeroplane. 

« There are, however, certain cases in 
which the State, by- reason of subsidies 
granted to aeroplane services, should inter- 
vene in fixing the charges for transport, to 
avoid the competition offered to the rail- 
ways. » 


— Adopted. 


(Mr. Margot returns and resumes his 
place as President.) 


Presipency oF Mr. M. MARGOT. 


The President (in French). — We can, 
therefore, consider the French text of the 
Summaries as agreed. We will go on to 
the translations at once, taking into ac- 
count the modifications proposed and 
adopted, and then our work will be 
ended. 

We must not end the Meeting without 
thanking the Special Reporter and all 
those who have given us assistance, par- 
ticularly the translator, Mr. Velleman, 


whose presence among us we have been 
fortunate enough to have on several oc- 
casions. (Applause.) 


Mr. Level (in French) .—- I also propose 
a vote of thanks to the two presidents for 
the: masterly and impartial fashion in 
which they have led the discussions. (Ap- 
plause.) 


— The Meeting is closed at 5.30 p.m. 
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DISCUSSION AT THE PLENARY MEETING 


held on the 30 January 1933. _ 


Heke Tpranin FAHMY KERIM PASHA IN THE Cua.” 
GENERAL SECRETARIES : Messrs. P. GHILAIN, Yousser RISGALLAH Bry, 
Dr. I. G. LEVI and FOUAD HASSIB Bey. 
AssIstTaANT GENERAL SecRETARIES : Sir Henry FOWLER and Mr. P. WOLF. 


Mr. Ghilain, General Secretary. - — We 


now come to the summaries of Ques- 
tion XI, which have been published in 
today’s issue of the Daily Journal of the 
Session. 


— These summaries are read out. 


The President. — Are there any ob- 
jections as regards the text of these sum- 
maries. 


Mr. Margot, Permanent Commission of 
the Association and Paris Lyons & Medi- 
terranean Railway (in French) .— Mr. Pre- 


_ sident, I wish to make an observation on 


the important question of road motor 


competition, which has been dealt with 


by several sections and discussed at great 
length. 
The summaries which have just been 


read give a picture of the trouble motor. 


transport has caused in every country. 
~ It is remarkable to note that the rail- 
ways are unanimous in saying that the 
present anarchical situation will only 
end when the .Governments intervene, so 
that the discussions have chiefly consisted 
of statements by delegates who were able 
to give interesting information about the 
laws already in force. 

In only one country, Czechoslovakia, 


has anything actually been done, and 


some. delegates have observed that»-.it 


would be a good thing if the different — 
Railway Administrations were informed 
of the measures that will be taken, in the 
very near future perhaps, in various — 
countries. 


We hope that the Governments will not 


_ lose too much time in deciding to do 


something, and we also wonder whether 
the Permanent Commission of the Con- 


-gress could not get, from the Railway Ad-— 


mini ne of all countries, periodical 
information which could be summed up 
at the end of each year ? This should be 
done until the next Session of the Lom 


gress. 


Section LI expressed the opinion that 
this idea should be considered, and I 
have been asked to put it before the Gone 
gress. 

We hope, therefore, that the palit 
nent Commission will be kept informed 
by the main line railways, and that the 
information thus supplied to it will be 
published in the Bulletin. /Applause.) 


Dr. Levi, General Secretary (in French). 
— I] think that competition of road mo-— 
tor transport cannot be compared to that 
of transport. by waterways. 

I should like to ask consequently, if 
Mr. Margot’s suggestion is agreed to, that 
the question should be extended to the 
measures taken by the different Govern- 
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ments in order to regulate transport by 
water. 

This question can be raised very use- 
fully in certain countries, such as Egypt, 
where the position is very serious in this 
respect. 


Sir Evelyn Cecil. — I should like to 
add one word in support of what M. Mar- 
got has said. It does seem to me. very 
important that constant attention should 
be drawn to the proposals or laws passed 
by different Governments in respect of 
regulating road and rail competition, and 
it is really useful to collect this inform- 
ation because there are a number of timid 
Governments which are not too ready to 
act in this matter and would be really 
aided by having before them actual laws 
or proposals which have been discussed 
in different countries. It would be of 
great practical use to the Permanent Com- 
mission from time to time to have this 
information, and I think it would assist 
in getting suitable Government regula- 
tions on rail and road competition passed 
into law. (Applause.) 


Mr. Foulon, President of the Perma- 
nent Commission (in French). — Gentle- 
men, regarding the statements just made 
by Mr. Margot, Dr. Levi and Sir Evelyn 
Cecil, I think you will be interested to 
learn that the Permanent Commission, in 
a Meeting held in Cairo, has given fa- 
vourable consideration to the suggestion 
put forward by Mr. Margot. 

It considered that it would be valuable 
to apply this principle of special reports 
from the great Railway Systems, not only 
in the case of competition with the rail- 
ways, but also on other questions which 
are paramount at the present time in 
every country, and under these condi- 
tions, the Permanent Commission con- 
sidered that it would be a good thing if 


a programme were drawn up by the Se- 
cretariat, so that it could be submitted 
to a Meeting of the Permanent Commis- 
sion which will take place next July, and 
which would define the questions which 
should be reported upon annually, from 
the point of view of the results obtained 
in the different countries, and determine 
the Railways which would be good enough 
to undertake to draw up the annual re- 
ports on these different subjects. 

Consequently, I am very much in fa- 
vour of the suggestion which has just 
been made. (Applause.) 


Mr. Newlands, London Midland & Scot- 
tish Railway. — I have listened with very 
great interest to the suggestions made by 
Sir Evelyn Cecil, Mr. Margot and Dr. Levi, 
and would say that these suggestions ap- 
pear to me to be too directly concerned 
with the rivalry that exists purely be- 
tween road and railway transport. I think 
that another consideration should come 
under review, that is, a form of transport 
which is growing up in the hands of 
private industrialists. That is to say, 
there are many industries to-day which 
in a sense provide their own transport 
and which neither depend on the rail- 
ways nor on the public road hauliers for 
transportation of their commodities. I 
believe it would be right to say that, 
whereas in the past industry established 
itself alongside canals or railways in or- 
der to get the transport facilities offered 
by these services, to-day many industries 
are being established and are growing up 
without regard to their location alongside 
canals or railways. Industries are com- 
ing into being that have no recourse to 
railways or canals for the reason that 
they find their own forms of transport, 
and I think that in any consideration 
along the lines suggested by the three 


- My. eens Belgian ‘Nat 
Railways ‘Co. (in Fren ie le 
suggestion seems to me to give | the q 
tion excessive amplitude. I think 
should refrain from going into the 


main of transport carried out by indus-_ 


trialists themselves. — . 
As regards the first part Be this state 
ment, according to which factories no 
longer wish to “he. located beside water- 
- ways or railways, it seems to me that, at 
least as far as Belgium i is concerned, this 
thesis cannot be supported. mits. 
In Belgium, in particular, all factories | 
of any importance are always built either 
beside the railway or beside a canal. 

It seems to me that to extend the pro- 
posal in this way would infringe upon 
the right everyone has to carry out his 
own transport as he wants to, and I think 
it would be a mistake to give ne questic 
so wide a scope. : 


Mr. Margot (in French). — I think it 

- would interest the Meeting to know that 

the question which has just been dis- 

cussed was dealt with during the discus- 
sion on road motor competition. 


It arose when the Czechoslovakian del- 


egate, Mr. Ibl, gave us some information 
on recent legislation i in his country. 

A question was put to Mr. Ibl, and-on 
page 6 of the No. 7 issue of the Daily 
Journal of the Session. I read ; 


« In reply to a question by Mr. Hen- 
ning, Mr. Ibl states that, in Czechoslova 


kia, private lorries, without. being sub- « ; 


jected to a concession, are ee = ee 


Mr. de la ‘Torre y Egu ia, } 


appliea ble; i 
canes , 
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tion of Gare nile ieee to 
rates and the publication of 

ffs. This legislation was justified 
at ‘its origin by the theory that the 


- railways enjoyed a virtual monopoly, 
«and that it was, therefore, necessary 

«to protect the public in different 
- « ways; it continues to be so for the 


consideration that the railways should 


« serve the general interest. 


« 3. The result is that the railways, 
which have heavy expenses — especial- 


« ly for the maintenance and improve- 
ment of the permanent way — are 


subject as well to taxation, particular- 
ly heavy in certain’ countries, and to 
heavy obligations in respect of trans- 


( port and of safety, whereas the auto- 
~mobile undertakings have every liberty 


in fixing their schedules and their 
rates as well as in their choice of 
traffic. They use this liberty to take 
the cream off the traffic normally re- 


‘munerative to the railways, which 


leads to the inevitable consequence of 
obliging the latter, in order to save 


disaster, to increase, to the great pre- 


judice of the general economy, the 


« tariffs now in force upon heavy mer- 


chandise or goods of first necessity. 

« The road motor transport undertak- 
ings escape, in addition, in great part 
the expenses and obligations of the 
railways, often even in regard to the 
conditions of remuneration and work 
of their personnel. They even benefit 
in some countries from great toleran- 
ces in the application of the road po- 
lice regulations affecting them, and 


from customs facilities at the frontiers. 
-« However, the railway has, like every 


> 
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« 


« 
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( 


ee BS 


( the. fae ne at 
itself in each country ae 
own conditions. — = 


Fes ‘with the ia of cee 


‘a certain equality between the two me- 
_ thods of transport. | 


« Since, measures of the same nature 
have been taken in some countries, or 


are on the verge of being g put into ce ‘ 


in others, 

« It is certain that unregulated com-— 
petition between forms of surface 
transport is extremely prejudicial and 
causes economic losses, and that the 
low cost of certain types of road trans-_ 
port is more apparent than real, in 
view of the fact that the high cost of 
the roads is not equitably supported 
by the road transport, but recoils on 
the public. In other words, the road 
transport industry in this way is sub- 
sidised by the rate-payers. 


« 5. First of all, it is necessary that 
the State should lighten the regulations 
imposed on the railways in order to 


enable them to modernize their meth- 


ods, with a view to giving the public 
the same satisfaction as the automobile, 


without their being obliged to have re- 


course to a tariff war which would -be 
disastrous for the general economy. 


« 6. The condemnation of such a tariff 


policy brings logically in its train 
measures affecting publié transport by 
automobile. To avoid the cases of com- 
petition prejudicial to the national gen- 


eral economy, to maintain public auto-- 


The eu presented to the 


« deavoured to co-ordinate the two. serv- 
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« ing their organisation. ; 
« They have accelerated their ] 
« services. They have 


eS 


utilised automobiles. They have gone 
into the question of general employ- 
ment or rail motor cars, which con- 
stitute in some cases economic, rapid 
and comfortable means of transport. 


« Some railways have not hesitated to 
go to heavy expenses in electrifying 
lines with heavy traffic, giving them 
an up-to-date signalling. 

« As regards the good services, the 
railways have also remarkably acceler- 
ated the rapidity of transport and have 
reduced the period for delivery. They 
have organised door to door services. 


« They have had recourse to the use of 
containers, 

« The have given to users the facility 
of warehousing goods in the goods sta- 
tions. 


« 8. To sum up, it is necessary that the 
railways continue the efforts they have 
made to still further perfect their 
working methods but it is necessary 
that they also receive from their Gov- 
ernments the help and guarantee ne- 
cessary in consideration of the general 
interest. 

« For this purpose, the Congress re- 
cords the following resolution : 

« The public services by rail, constitu- 
ting a national utility which has wholly 


IlI—5 


« preserved its value, fulfilling an econ- 


omic and social role, the advantages 
of which extend to all classes of the 
public, have the right to obtain from 
their Governments equality of legal and 
administrative regime for all methods 
of transport, as well as of the fiscal and 
other charges which they bear. 

« It is, furthermore, incumbent on the 
Governments to ensure that means of 
transport shall be co-ordinated and to 
employ every possible means so that 
this co-ordination be effected without 
further delay, in a spirit of progress 
for the whole of the country. 


Il. — Railways and airways. 


« Air transport, in its present state, 
does not present the same aspects of 
competition. 

« In a general way, the aeroplane con- 
stitutes, for very long distances, such 
progress that the railways can only 
continue to facilitate working together 
with the aeroplane. 

« There are, however, certain cases in 
which the State, by reason of subsidies 
granted to aeroplane services, should 
intervene in fixing the charges for 
transport, to avoid the competition of- 
fered to the railways. 
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5th Section: LIGHT RAILWAYS AND COLONIAL RAILWAYS. 


INAUGURAL MEETING 


20 January 1933 (morning). 


ProvistonaL CuairmMaNn : Mr. F. FIORI, 


MEMBER OF THE PERMANENT COMMISSION OF THE ASSOCIATION. 


— The Meeting began at 9.00 a. m. 


The Chairman. — Gentlemen, in open- 
ing this Meeting I am very pleased to 
welcome the Delegates who will take part 
in our discussions. As the Permanent 
Commission has made me responsible for 
setting up the 5th Section, and the no- 
minating of its Bureau, I suggest that you 
should chose -as your President Mr. E. 
MELLINI, Chief Inspector in the Railway, 
Tramway, and Motor Inspectorate in 
Rome, and as Principal Secretary, Mr. A. 
AtLarD, Manager, Belgian National Light 
Railways Company. The choice of these 
two well known men, as suggested by the 
Permanent Commission, seems to me a 
very suitable one, and I am sure that 
under their guidance the work of the 
Section will be carried through in the 
best possible way. (Applause.) 


I will now ask Mr. Mellini to take his 
seat as President, and I wish him every 
success in carrying out his duties. 


— Messrs. MELLIN and ALLARD then 
took their seats as President and Prin- 
cipal Secretary of the Section. 


The President (in French). — Gentle- 
men and dear Colleagues, first of all I 
must thank you for having chosen me as 
President of the 5th Section. I appreciate 
the great honour you have paid me, and 
I rely upon your good will end above all 
on your active collaboration so that our 
work may lead, in common agreement, to 
useful results. 

The 5th Section is principally concern- 
ed with light railways. The railways in 
question were as a rule built at a time 
when railway transport did not suffer 
from the competition of other methods, 
and especially from that of motor trans- 
port. The length of these railways does 
not go beyond 50 or 100 km. (30 to 60 
-miles); they serve districts where there 
is not a great deal of traffic, and in which 
the limitations of transport are very 
clearly marked. During the last few 
years, the financial position of these rail- 
ways has become deplorable as a rule, 
and it has become imperative to invyes- 
tigate the possibilities of altering their 
operating metliods in order to bring them 
up to date so as to be able to meet road 
motor competition. But, as I have said, 
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these railways are not as a rule in a po- 
sition to undertake such heavy expendi- 
ture,. and frequently they have had to 
resort to subsidies from the public au- 
thorities. This is a very difficult posi- 
tion. The technicians are divided into 
two camps; half of them say : « Here we 
have a capital value built up during re- 
cent years, and we should conserve it as 
far as possible for the future. » The other 
half maintain that when a public trans- 
port service no longer corresponds to the 
requirements and needs of the districts 
served, it should be abandoned. 

Between these two arguments there lies, 
in my opinion, that of the public inter- 
est, which suggests that each individual 
case be investigated on its own. 

You see, Gentlemen, that the work of 
the 5th Section in examining the reports 
submitted to us will not be too easy. We 
are not dealing with main line railways, 
on which expenditure for transformation, 
maintenance, and modernisation is a ne- 
cessity, a necessity recognised by the 
States. The question here is to consider 
how even small questions are to be dealt 
with, such questions always being, how- 
ever, extremely important for small dis- 
triets and small means of transport. 

I hope that you will coilaborate whole- 
heartedly with me in examining the two 
questions the 5th Section has to discuss 
in the way I have mentioned, that is to 
say that we must not start with a point 
of view that could apply to main line rail- 
ways: we must recognise that we are 
dealing with smaller organisations, or- 
ganisations which perhaps are not an es- 
sential part of the life of certain districts, 


but the utility of which cannot be totally 
denied. 

We are going to examine two questions 
of great importance from this point of 
view. 

In addition, I invite you to participate 
in large numbers in the discussion of 
Question XI, on motor competition; this 
subject is being dealt with by the 4th Sec- 
tion but, owing to its very nature, it af- 
fects the secondary railways from many 
points of view. 

I will end by paying my homage to 
the magnificent country in which this 
present Session is being held : Egypt, ce- 
lebrated for its ancient civilisation, but 
which is also a modern country in which 
all branches of industrial activity and 
particularly that of transport are being 
fully developed. (Applause.) 

We must now nominate the vice-presi- 
dents. 

The following Gentlemen are proposed 
for these functions : 

Messrs. T.C. Swatiow, Advisory engineer, 

South African Railways and 
Harbours; 

E. Lastuay, Principal Engineer, 
Hungarian State Railways; 

Dr. C. C. Wane, Director of the 
Chinese Government Purchas- 
ing Commission. 


(Agreed to with applause.) 
— The Section, at the suggestion of the 


President, then completed its Bureau, 
and drew up a provisional agenda. 


— The Meeting ended at 9.30 a.m. 
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QUESTION XII. 


Co-ordination of operation as between 
heavy and light railways. 


Preliminary documents. 


ist report. (Continent of Europe), by 
Mr. L. Jacoss. (See Bulletin, May 1932, 
p. 775, or separate issue No. 10.) 


2nd report (All countries except the 
Continent of Europe), by Monsamep Sosy 


IsHak Effendi. (See Bulletin, September 
1932, p. 1793, or separate issue No. 28.) 


Special Reporter : Mr. L. Jacops. (See 
Bulletin, January 1933, p. 154.) 


DISCUSSION BY THE SECTION. 


Meeting held on the 23 January 1933 


Presipent : Mr. E. MELLINI. 


— The Meeting opens at 9.30 a.m. 


The President (in French). — Gentle- 
men, to-day we have to examine Ques- 
tion XII, worded as follows : « Co-ordin- 
ation of operation as between heavy and 
light railways. » 


I will ask Mr. Jacoss, the Special Re- 
porter, to give us a résumé of his special 
report. 


Mr. Jacobs, Special Reporter (in 
French). — Gentlemen, Question XIT was 
dealt with in two reports : Report No. 2 
covers all countries except these of the 
Continent of Europe, and was prepared 
by Mohamed Sobhi Ishak Effendi, In- 
spector and Secretary of the Egyptian 


Light Railway Commission. Report No. 4 
deals with Continental Europe and its 
author is the Special Reporter. 

The scantiness of the replies to the 


questionnaire and the very diversity of 


the conditions revealed by these replies 
made the preparation of Report No. 2 
particularly difficult and did not permit 
of the formulation of any general con- 
clusions. 

Report No. 1 on Question XII, which 
I have had the honour of presenting to 
the Congress, examines ihe co-ordina- 
tion of main railways and light railways 
in Continental Euroge: out of 151 ad- 
ministrations consulted, 86 have not re- 
plied and 13 have replied that they had 
nothing to say. Out of the 32 replies re- 
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ceived, 12 emanated from light railways. 
The Report which we have been able to 
prepare from the material thus made 
available is subdivided as follows: In 
what co-ordination consists — exchange 
of goods — exchange of passengers — 
new methods of transport, new means 
of co-ordination — administrative rela- 
tions between railways — general re- 
marks and summary. 

Co-ordination has served as the pre- 
text for so many financial or political 
experiments that it was necessary to ar- 
rive at a precise definition of its mean- 
ing before proceeding to examine its 
methods and results. 

To co-ordinate is not to amalgamate, 
nor to subordinate, nor to annihilate. 

Co-ordination of transport facilities 
consists in the application of elementary 
economic principles and will only be 
found to occur under the pressure of 
facts. These facts are: 1. the free- 
dom of motor services to develop hap- 
hazardly, whence parasitism to the de- 
triment of the general public interest 
and losses for the public services which 
have been established at great capital 
investment, and further, in many cases, 
losses for the public finances which are 
heavily involved; 2. the multiplication 
of separate services competing for the 
same business and the consequent un- 
economic immobilisation of capital; 3. the 
inertia of governments, accentuated more- 
over by their post-war difficulties; 
4. finally, retarded railway evolution due 
to the same.causes. To summarise : the 
general economic problem dominates 
the technical and financial aspect of co- 
ordination and must consider primarily 
social interests and the common welfare 
of a nation as a whole. 

If co-ordination is suggested by con- 
siderations of general interest, it is the 


duty of Governments to see that it does 
take place. 

The urgency of co-ordination has not 
escaped the attention of the various 
Governments. Proof of this is to be 
found in the definite statements made by 
British, German, French, Belgian and 
other Statesmen. 

All are agreed in recognising that a 
comprehensive solution of the transport 
problem is an urgent necessity. 

Cases of co-ordination which have 
been effected between main and light rail- 
ways are only exceptional and, in: any 
case, more apparent than real, as is shown 
by the replies to our inquiries. Let us 
briefly examine the results achieved. 


I. — Exchange of goods. — This ques- 
tion has been neglected by the main rail- 
ways, despite the desires expressed by 
the light railways. Our report cites nu- 
merous examples, however, which prove 
that it is not because traffic interchange 
is wanting. It is often sufficiently im- 
portant to justify the provision of quite 
costly installations which, by diminish- 
ing expenses, should have the effect of 
increasing traffic at present discouraged 
by the high costs of handling. As a rule, 
the contributions demanded from the 
light railways for the use of installations 
such as overhead travelling cranes, cra- 
nes, weigh-bridges, etc., are too high. 
There have, however, been cases where 
an agreement has been arrived at. In this 
connection we may refer to the Swiss 
Federal Railways, which have special in- 
stallations for the interchange of loaded 
wagons between their lines and those of 
the narrow gauge railways. Similarly, 
cranes are placed at the disposal of the 
light railways or of the transhipping 
agents, partly without charge and partly 
at low charges. 

I must tell you that in Belgium there 


— 266 — 


are some stations at which the total of 
the charges debited by the main line com- 
panies — maintenance of the station, up- 
keep of equipment, shunting costs, ete. — 
amount to 150 francs per ten-ton wagon. 
You can guess what the result can be. 


It is equally desirable that duplication 
of installations should be eliminated as 
regard buildings, water cranes, tracks, 
rolling stock, wagons and engines or 
shunting tractors. 


Why indeed should it be less easy to 
arrive at an equitable understanding 
between the main railways and the light 
railways than between the main railways 
themselves ? Examples to the contrary 
are, however, not lacking, and they also 
show how many book-keeping operations 
and other activities might be avoided, 
and how much saving could be effected 
under the heading of staff. 


{t is equally clear what a disastrous 
effect is exercised upon the development 
of traffic, and indeed upon its very con- 
servation, by the exaggerated demands 
of certain railway companies, who con- 
sider they are following a clever busi- 
ness policy by demanding from the light 
railways excessive contributions for pol- 
icing, sidings or transhipment charges, 
or for the renting of land and lines, or 
for the hire of rolling stock. 


It is typical to note that the main rail- 
ways consider it logical to place gra- 
tuitously at the entire disposal of their 
competitor, the motor lorry, their goods 
stations and the installations appertain- 
ing thereto, and, further, to provide 
maintenance and policing, whereas they 
require the light railway to pay for 
everything, even within the area of the 
stations belonging to the main railways, 
as well as policing at level crossings. 

All this is contrary to equity and in 
conflict with the most elementary econ- 


omic principles. Undoubtedly the light 
railways suffer more from road compe- 
tition than the main railways which fa- 
cilitate it but, once the jight railways 
have been ruined, the main railways 
will find themselves at grips with a 


single adversary whose hands they 
themselves have done their best to 
strenghten. 


Our report describes several of the 
systems in operation, where it is easy 
to discern what corresponds to the gen- 
eral interest and to the interest of the 
railways concerned. For the rest, at a 
time when competition against the rail- 
ways makes itself most felt on short-dis- 
tance routes, is it not rational to treat 
the light railway — which is the natural 
feeder of the main railway — as a pro- 
longation of the latter, by organising in- 
terchange stations and by granting the 
light railway the right of « joint user » 
of the junction station with a view to 
reducing the cost to the users ? The util- 
ity of standard gauge transporter trucks, 
and still more for narrow gauge, which 
render possible an approximation to the 
system of transport by containers, is well- 
known. 

The abolition of the railway monopoly 
being an accomplished fact, an alliance 
between the main railways and light rail- 


ways is imperative, with a view to the 


elimination of all uneconomic competi- 
tion, which can be achieved largely by an 
equitable sharing of the costs of joint 


. installations, by the adoption of rates 


equivalent to those applied by competitors, 
and by the provision of services for the 
collection or delivery of goods at domi- 
cile, while continuing to exploit the pos- 
sibilities peculiar to each of the two types 
of railway. 


“TI. — Eachange of passengers. — It 
would be superfluous to repeat what 


ee a 


a 


might be done to save loss of time to pas- 
sengers utilising successively a main rail- 
way and a light railway. The separation 
of the stations of the two systems, their 
nearness to each other and yet the ab- 
sence of direct connection, prohibition 
of crossing the lines, termini far from 
the urban centres and railway stations 
imposed upon the suburban lines: all 
this acts to the detriment of the light 
railway and to the advantage of the mo- 
tor-bus, and is directly contrary to the 
principle of co-ordination. 


The main railways as 2 common case 
show no interest in the working require- 
ments of the light railways and make 
searcely any effort to co-ordinate time- 
tables, to improve the conditions govern- 
ing the interchange of parcels, farm pro- 
duce and piece goods. The example set 
by the Swiss Federal Railways shows, 
however, how efficacious is the joint 
transport system, which benefits the pas- 
sengers of the two types of railway, by 
issuing through tickets, by there being 
no enclosures, by the passengers being 
able to change trains from the same plat- 
form, or by using subways, or simply by 
crossing a station yard or building. In 
such a station special platforms are set 
aside for transhipping luggage, parcels, 
mail, ete. Everything possible is done to 
bring the light railway right into the sta- 
tion itself, thereby to facilitate inter- 
change. 

The same tendency is to be observed 
in the case of the French Nord Railway 
Company, which goes so far as allowing 
the light railways fo run over certain 
stretches of its lines in order to reach 
either important towns or railway junc- 
tions. 

As the public no longer limits itself, 
so far as the choice of the method of 
transport is concerned, to considerations 


of price, comfort and safety, but de- 
mands in addition both speed and fre- 
quency of trains, an inteiligent appre- 
ciation of the mutual interests involved 
is alone capable of inspiring understand- 
ings between the different railway sys- 
tems, involving possibly concessions and 
even sacrifices. To refer to another as- 
pect, in proportion as the railway acqui- 
res new stock:: (electric vehicles and 
light rail motor coaches) the interpene- 
tration, and therefore the interdependen- 
ce, of the different railway systems in- 
creases. It has been fully realised in a 
number of countries that co-ordination 
must be accompanied by modernisation : 
on the one hand main railways are being 
electrified to work the through services; 
on the other hand, on suburban and rural 
light railways, steam traction is being re- 
placed by electric traction, by electric or 
internal combustion engined rail motor 
coaches, by trolley buses and even by 
motor buses. 

In Belgium, the National Light Rail- 
ways Company, as the result of the suc- 
cessful experiments carried out with rail 
motor coaches, is building in its own 
workshops a rail motor coach, utilising 
the frame and body of an ordinary rail- 
way carriage. This rail motor coach will 
be moderate in cost and will provide 
seating accommodation for 26 passengers 
with standing room for 15. It has been 
described in our report. The Company 
is contemplating the construction of 250 
vehicles of this type for use on lines 
where the small amount of passenger 
traffic no longer justifies steam traction. 

It goes without saying that, just as 
much as the rail motor coach, the motor 
bus, an element of modernisation, con- 
stitutes a further obligation to co-or- 
dinate. — 
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Ill. — New methods of transport : new 
means of co-ordination. — A close under- 
standing is essential between main and 
light railways, whether from the point of 
view of collaboration between rail and 
road, the one completing and prolonging 
the other, or from the point of view of 
the sharing of the respective equipment 
between given points with the object of 
affording the most economical, rapid and 
frequent transport facilities. 


What has been achieved in this direc- 
tion by the S. E. 8. A. in Switzerland is 
well known. The first stage in this par- 
ticular case of collaboration between rail- 
ways was the adoption in 1927, for ali 
goods traffic, of the same tariffs as those 
charged by motor transport undertakings, 
at the same time providing, as do those 
undertakings, for collection and delivery 
at domicile. The second step was the or- 
ganisation of services for collecting and 
distributing goods in areas which are not 
served by a railway. The same tendency 
towards co-ordination exists in France, 
Germany, Italy and Holland, though in 
varying forms. It is obvious that in the 
long run ideas are improving and that 
the attitude which led the main line rail- 
ways to under-estimate and neglect the 
collaboration of light railways in the 
common defence tends to disappear. 


As regards motor bus services, how-- 


ever, it is evident that they cannot be 
allowed to constitute a duplication harm- 
ful to existing public services and to the 


general economic situation, although they’ 


may be justified in a supplementary ca- 
pacity in districts adjoining others which 
already possess transport facilities, in 
certain cases as a substitute or for mixed 
service in conjunction whith railways, 
or for increasing the frequency of 
services. It is very desirable. that the 
creation of new motor bus services should 


everywhere depend upon the authorisa- 
tion of existing public services, as is the 
case in Germany where, since 1929, it is 
dependent upon the consent of the Ger- 
man State Railways, and the Post Office. 

It is of the greatest importance that 
in each country an organisation common 
to the two types of railway should be 
constituted with the mission of facilitat- 
ing the relations between them and cut- 
ting out forms of competition incompa- 
tible with the general interest. 


IV.— Administrative relations between 
railways. — These relations, which are al- 
most non-existent so far as practical co- 
ordination is concerned, might well be 
regulated by the higher transport author- 
ities which have been constituted in a 
number of countries, if these authorities, 
realising that the former monopoly of 
the railways no longer exists, were com- 
posed exclusively of real experts and were 
in a position to take action under Goy- 
ernment control. . 

Such transport authorities are even 
more necessary in most of the countries 
of Europe, where there are many areas 
which have excessive transport facilities 
relatively to the actual or potential traf- 
fic requirements, while other neglected 
areas require additional means of com- 
munication in order to foster their devel- 
opment. 

It appears to us, therefore, that the 
essence of the problem of co-ordination 
is the adaptation of the means of trans- 
port to the nature and quantity of the 
traffic, due regard being paid to the 
general economic situation. There can, 
moreover, be no satisfactory co-ordina- 
tion in practice unless the lines which 
such co-ordination is to follow are clearly 
defined in advance. 

From what has been said certain con- 
clusions may be formulated which, we 
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are happy to note, coincide with those 
of the great Rail and Road Congresses of 
Madrid and Washington and with the 
resolutions passed by the International 
Chamber of Commerce at its session in 
Washington, in May 1931. 

Everything points to the conclusion 
that it would not be logical to co-ordinate 
rail and road transport without previous- 
ly co-ordinating the activities of the rail- 
ways themselves. We do not think any- 
one will deny that considerable progress 
will have been made once the administra- 
tions of the railways, both main railways 
and light railways, are in agreement not 
only in regard to the necessity for co- 
ordination, but also in acknowledging the 
ideas of solidarity, interdependence and 
community of interests which must in- 
spire all their efforts. 

The first step in this direction seems 
to have been made. On the 30 June, 1932, 
the Hague Congress of the International 
Union of Tramways, Light Railways and 
Public Motor Transport Services, after 
considering the report presented on the 
subject of Question XI, regarding com- 
parison between different methods of 
rail and road transport, adopted conclu- 
sions the wording of which is inspired 
by the same principles as those set forth 
in the report which is now presented to 
you. 

We may perhaps be allowed to add that 
the Reporter, Mr. Jourdain, has felt able 
to adopt the entire text of point 4 of our 
summary in substitution for his own 
text. This identity of views appears to 
us to be worthy of mention. 

We now come to the Summaries. We 
have the honour to submit the following 
resolutions for the approval of the Con- 
gress : 


1. The most essential principle which must 
govern all co-ordination, and in particular 


co-ordination between main railways and 
light railways, is first of all the defence of 
the public interests, that is to say, the safe- 
guarding of the public economy. 


2. The interests of the railways should 
coincide with those of the public in general : 
this is the principal criterion for any sound 
railway co-ordination. 


3. Public railway services — constituting 
an important part of the national equipment 
and fulfilling an economic and social func- 
tion the benefits of which, mainly of an in- 
direct nature, generally extend to the whole 
national community — have the right to pro- 
tection against anything that tends to ruin 
their work, provided they endeavour to im- 
prove their operation and adapt themselves 
to the exigencies of traffic. 


4. It is the duty of the central authorities 
to ensure that the transport policy is such 
that no undertaking likely to prejudice na- 
tional economic interests can be started. 

It is, therefore, their duty to prevent what- 
ever might impede the modernisation and co- 
ordination of the main railways and light 
railways and, in particular, economically un- 
justifiable duplication of services and forms 
of competition which make profits for pri- 
vate interests at the expense of the general 
interest. 

For the same reasons it is incumbent upon 
the Governments to take all possible steps to 
see that this co-ordination is accomplished, 
and in a manner conducive to the progress 
of the country as a whole. 


The President (in French). — Gentle- 
men, I must congratulate the Special Re- 
porter on the interesting and comprehen- 
sive résumé he has given us. 

Before the general discussion begins, 
I have a remark to make. 

We are now dealing with the question 
of co-ordination of operation between 
heavy and light railways, and at our com- 
ing Meeting with the 3rd Section we will 
study the very important question — per- 
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haps the most important at the Congress 
— of competition between railway and 
road motor transport. I think, therefore, 
that it would be a good thing if we limit- 
ed the summaries for Question XII to 
matters dealing directly vith co-ordin- 
ation of operation between heavy and 
light railways, leaving on one side reso- 
lutions which are common to Question XI. 

I want to make this observation becau- 
se, in my opinion, Summaries 3 and 4 
which the Special Reporter has just read 
to us, when looked at in a more general 
way, can be included in the summaries 
relating to the question of competition 
between railway and road motor trans- 
port. 

This being said, we can at once begin 
to discuss the question which is before 
us. 

I will ask Mr. Level to speak. 


Mr. Level, Gompagnie Générale de Voies 
Ferrées d’intérét local, France (in French). 
— Gentlemen, first of all, 1 want to asso- 
ciate the whole Section with what the 
President has just said, and I congratu- 
late our friend, Mr. Jacobs, on the very 
brilliant résumé he has just given us. 

This being said, I should like to make 
a few observations, in a very friendly 


spirit. Mr. Jacobs has given us an inter- | 


esting and masterly account of the rela- 
tions that exist between heavy and light 
railways, but perhaps he is a little pes- 
simistic. 
contest what he said about the situation 
in Belgium. However, he must allow me 
to point out that in France in particular 
the situation is not so dark as he has 
painted it, For example, Mr. Jacobs has 
spoken about the very heavy charges, 
450 franes for a ten-ton wagon, which have 
to be borne in Belgium on account of the 
joint stations. In France, we know no- 


I do not want to criticise nor- 


thing of such charges, and under these 
circumstances we think great care must 
be taken in quoting such figures. When 
there is any sort of interchange of traffic 
with a main line railway, the charges are 
in no way prohibitive. At joint stations 
in France, we only have the transfer 
charges, which, in the case of a joint sta- 
tion, are added quite naturally to the an- 
nual expenditure. But, once again, I must 
say that, these annual financial char- 
ges, when they are distributed over traf- 
fic of some volume, are not such that 
they may be overlooked, for they are al- 


ways heavy enough, but that they are in 


no way prohibitive. 

On the other hand, we think the atten- 
tion of the Section should be drawn to 
the fact that we should, i think, insist 
here at the Congress on the utility, the 
necessity even, of coming to an agreement 
with the main line railways so as to have 
in most cases through rates. When it is 
found possible to come to an agreement 
on this matter and suppress the barrier 
formed by transfer charges at joint sta- 
tions, it is undoubtedly in many cases 
to the greatest benefit of everyone. On the 
one hand, the public has less to pay and 
consequently the traffic is more likely to 
pass and, on the other hand, the light 
railway because of this gets traffic it 
would not otherwise have secured. It 
succeeds in bringing goods to the main 
line railways, and this is our raison 
d’étre. 

Under these conditions, I think it will 
perhaps be necessary — and we are sure 
our Special Reporter will be able to draft 
the motion properly — to introduce the 
idea that we insist very strongly that the 
main line railways give favourable con- 
sideration to our request for participa- 


tion in the special rates. In many cases, 


we have been able to restore falling off 
traffic through these common rates. 


Re oe el 
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Furthermore, I fully associate myself 
with what our President has just said. 
I myself was struck by the ardour with 
which our Special Reporter entered the 
lists, and with which he treated, very 
brilliantly moreover, questions somewhat 
outside today’s agenda. As far as the sum- 
maries are concerned, I agree with the 
President that Nos. 3 and 4 should be 
included in the summaries to -Ques- 
tion XI. 


Mr. Jourdain, Chemins de fer Secon- 
daires du Nord-KEst, France (in French). 
— Gentlemen, I should like to deal with 
two points of view already mentioned by 
my friend, Mr. Level, which I think it 
would be useful to return to, expressing 
my own point of view more precisely. 

First of all, as regards common rates, 
I do not know if this is so in every coun- 
try, but certainly in France the charges 
on goods transferred from main line to 
secondary railway are absolutely prohi- 
bitive; in many cases they tend to divert 
to the waterways or the roads traffic 
which otherwise would remain on the 
railway. There is, for example, the case 
of goods which have to be transported 
for 15 or 20 km. on the secondary rail- 
way and 25 or 30 km. on the main line 
railway; the transfer taxes in this case 
are so heavy that inevitably such traffic 
is diverted to the roads or waterways. The 
main line railways are as a rule very 
willing to agree to the removal of such 
barriers, when the traffic is considerable, 
but I think it would be much better to 
go ahead with the policy pursued for 
some years in this connection, because 
when a given traffic of some considerable 
importance suddenly comes up for trans- 
port (we have had cases of traffic of 50 
to 60 thousand tons to deal with in the 
space of 2 or 3 months), some time is re- 
quired to come to an agreement, and, in 


the meantime, there is a risk of losing 
the traffic to competing methods of 
transport. I think it is necessary to ex- 
press an opinion in this connection, as 
Mr. Level advised, and to express this 
point of view very precisely in a special 
summary. I have written down a sug- 
gested wording which I have just shown 
to the Special Reporter and which he 
agrees to in the main. In my opinion, 
therefore, after the first two summaries 
we should add a paragraph worded as fol- 
lows : 

« It would often be desirable to abolish 
taxes and burdens imposed upon the 
transit of goods when they iend to divert, 
towards the road or waterways, traffic 
which would otherwise remain with the 
railways. » 

If you see no objection, my French 
colleagues and I would be pleased to see 
this resolution adopted, or else some si- 
milar resolution. 

Now as regards the proposal of the Pre- 
sident, which Mr. Level supported, to 
suppress for the time being the proposed 
Summaries Nos. 3 and 4, I know that it 
is rather difficult to take up a final posi- 
tion about these two summaries, seeing 
that we are to discuss in a forthcoming 
Meeting with Sections 3 and 4 the ques- 
tion of competition and consequently of 
co-ordination of transport. 

But, taking into account what has been 
said in this connection, I should like 
Summaries 3 and 4 to be again consid- 
ered when we discuss competition. 


Mr. de Sousa, Ministry of Public Works 
and Communications, Portugal (in 
French). — Gentlemen, first of all I must 
congratulate our Special Reporter, Mr. Ja- 
cobs, on his excellent report. The ques- 
tions he has dealt with are very vital ones 
in Portugal at the present time. 

When our railway was built, we made 
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the mistake of changing the standard 
gauge track-of 1.44 m. (4 ft. 81/2 inches) 
used in most of Europe and of which we 
had 120 km. (75 miles) under opera- 
tion, for the Spanish gauge of 1.67 m. 
(5 ft. 6 in.) in order to get uniformity of 
gauge throughout the Peninsula. 

When it was necessary to develop the 
system in the northern part of the coun- 
try, which is very hilly, it was found that 
the wide gauge made the construction of 
secondary lines too expensive, so that it 
was necessary to resort to the narrow 
gauge. Consequently we have about 
2700 km. (1680 miles) of 1.67-m. (5 ft. 
6 in.) track, operated by two companies, 
and 700 km. (453 miles) of 1.44 m. (4 ft. 
8 1/2 in.) track divided among three com- 
panies. 

Moreover, it was desired to encourage 
the first concession holders by recognis- 
ing too extensive an area of protection 
— 40 km. (25 miles) on each side — in 
which no parallel lines could be allowed, 
but where converging lines might be 
built, which has given rise to several dis- 
putes arbitrarily settled by decrees. 

The concession holders of the main 
lines have sometimes laid all sorts of dif- 
ficulties in the way of the secondary lines 
(which bring them an increase of traf- 
fic), as regards the timetables, combined 
and through rates, and the joint stations 
where the different taxes weigh very 
heavily on transport, especially in the 
case of short-distance traffic. For some 
years, the improvement in the financial 
situation has made it possible to set aside 
considerable credits to remake the public 
roads system which had become almost 
unusable. The sellers of lorries have 
given every facilitaty for their purchase, 
so that in a few years too many public 


bus services have been set up at the ex- ' 


pense of the railway traffic, all the more 
so as the roads repaired have in most 


cases been those parallel with the rail- 
way. 

I will not enumerate other details so 
as not to intrude upon the discussion of 
Question XI. I should only like to point 
out that in spite of the taking away of 
traffic by our common enemy, who ought 
rather to be a co-operator, there are also 
certain difficulties as regards the co-or- 
dination of the main lines and the sec- 
ondary railways. 

Finally, it is for the public authorities 
to defend, on the one hand, the railways, 
whose role in the economic life is irre- 
placeable, and, on the other hand, to get 
the railways to co-ordinate and co-oper- 
ate in the public interest. Every facility 
must be given to. make this possible. In 
our case, this subject is being studied. 
At the present time, the Government Con- 
trol Office is already authorised to allow 
publication of a provisional scale of rates, 
with the reserve that these shall be inves- 
tigated later on — and in the near future 
indeed — by the Higher Railway Coun- 
cil. 

As regards the summaries, I quite agree 
with points 1 and 2. In the case of sum- 
mary 3, I think it rather belongs to Ques- 
tion XI. Summary 4 includes principles 
which, I think, we should adhere to. Fin- 
ally, I should like to associate myself with 
the summaries of our eminent Special 
Reporter, and I should like to see them 
supported by the authority of the Con- 
gress. 


Mr. Bouteau, Compagnie Générale des 
Chemins de fer vicinaux, France (in 
French). — I wanted to be allowed to 
speak in order to ask the Special Repor- 
ter to modify the wording of summar- 
ry 3, but as the discussion of the 3rd 
and 4th summaries is referred to the ex- 
amination of Question XI, I will no in- 
sist. ; 


The President (in French). — We 
might join up summaries 3 and 4 in the 
minutes by expressing a ‘wish that these 
summaries be included among the suma- 
ries for Question XI. 


Under these conditions, I should like 
to see the wording of summary 3 slightly 
altered. 


Mr. Henning, Belgian National Rail- 
ways Co. (in French). — Mr. President, 
Gentlemen, my friend, Mr. Jacobs, will 
forgive me if | express the opinion that 
parts of his report may be taken as a sort 
of indictment against certain main line 
railways. 


I consider that the question, as it now 
presents itself, should be examined under 
a double aspect: first of all from the 
point of view of the exchange of consign- 
ments between main line and secondary 
railways, and then — this in particular 
is the side of the question that has been 
developed — of avoiding competition be- 
tween main line and secondary railways. 


The first of these questions is a very 
general one. I think that although the 
measures to be taken to facilitate the ex- 
change of traffic between main line and 
secondary railways may be the same in 
nearly every country, it is not so in the 
ease of possible competition between 
these two kinds of railway. This is a 
very special question, which crops up in 
a particular way in each country. In Bel- 
gium, the situation is quite peculiar in 
the sense that the mileage cf the second- 
ary railway system is as great as that of 
the main line railways, so that it might 
be said that the two of them are insepar- 
ably linked together. Undoubtedly two 
railways, both servants cf the public, 
must avoid competing against each other, 
when each of them has already a formid- 
able competitor: the motor. But how 
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such competition is to be avoided is a 
complicated question. 

Mr. Jourdain has just said that the 
taxes and obligations which weigh upon 
the exchange traffic between light and 
heavy railways should be suppressed. Can 
we adopt such a definite and absolute 
formula ? In certain cases is it not ab- 
solutely necessary to insist that the ex- 
change traffic should bear its own costs ? 
It appears to me to be going too far to 
say that the traffic must not be burdened 
with any charges, 

In addition, common rates have been 
mentioned. The question has not been 
very precisely expressed. Are we to un- 
derstand it to mean that the light rail- 
ways are to apply the same rates as those 
of the main line railway ? T do not think 
so. 
Generally the light railway can be op- 
erated more economically. Consequently 
it can offer the public much lower rates 
than the main line railways can, and this 
is a good thing, seeing that the light rail- 
way may be considered as a feeder to the 
main line railway. 

I should like to end by warning the 
Meeting against adopting summaries of 
too particular an application, which could 
not be applied to all exchanges of traffic 
between heavy and light railways. 


Mr. Jourdain (in French). — [ should 
like to point out to Mr. Henning that I 
did not wish my observations to be taken 
as having as wide “an application as he 
has indicated. I said: « It would often 
be desirable to abolish... » This seems to 


-me to imply that this is not at all a gen- 


eral rule. 

In fact we, Mr. Level and I, have shown 
that the cutting out of such taxes is a 
vital question for the secondary railways, 
as otherwise the traffic will go to the mo- 
tor transport services. This is why I in- 
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sist upon the insertion of this summary, 
whilst agreeing to my wording being mo- 
dified eventually, if need he. 


Mr. Lisboa de Lima, State Railways in 
the Portuguese Colonies (in French). — 
As delegate of the Portuguese Railways, 
I am quite in agreement with the sum. 
maries suggested, and particularly with 
point 4, seeing that in our Colonies our 
efforts have always been directed towards 
a perfect co-ordination of transport. 

In the Portuguese Colonies, particular- 
ly in Africa and the East Indies, mari- 
time transport has been facilitated. 

In the case of transport in Rhodesia, 
we have even made sacrifices. We have 
built a magnificent commercial port, pre- 
cisely in order to be in a position to serve 
the traffic in the national territory of 
Portuguese Africa as well as that of the 
Southern Belgian Congo. We have a 
magnificent bridge not only to serve the 
railway system of the Union of South 
Africa but also for other railway systems. 

At the present time we are building a 
bridge over the Zambezi, which will be 
perhaps the longest bridge in the world; 
it is nearly 3.5 km. (2.2 miles) long. The 
foreign railway systems which in this 
way are linked up with the Portuguese 
railways take the same interest as we do 
in obtaining the best possible co-ordina- 
tion of transport. 


Mohamed ‘Sobhi Ishak Effendi, Re- 
porter (in French). — Gentlemen, may I 
ask you to agree further summaries on 
two questions which have an indirect in- 
fluence upon the possibility of co-ordina- 
tion between light and heavy railways, 
and which are of considerable import- 
ance in our country. 

The first of these questions is the gauge 
of the secondary railway track. 


I consider that effective co-ordination 
depends to a large extent upon the fol- 
lowing conditions : 


1. the possibility of exchanging rolling ~ 
stock between the light and heavy rail- 
‘way systems; 

2. avoiding transhipment of goods at 
the joint stations; 


3. the most efficacious and economical 
utilisation of the railway stock, whether 
rolling stock or fixed plant (i. e. re-util- 
isation of the stock of main line railways 
upon the secondary railways). 

These conditions are only possible if- 
the gauge of the two railways is the same. 
As a result of the experience of certain 
countries, the narrow gauge is beginning 
to be abandoned, 

I will quote as an example South Afri- 
ca, which no longer intends to build new 
lines with narrow gauge track (the ever 
increasing competition of road transport 
having made the disadvantages of the 
narrow gauge still more apparent); the 
railways of the East Indies and Morocco 
have also given up the narrow gauge in 
favour of the standard gauge on the rou- 
tes served by the two Systems. 

Does not the above and your own ex- 
perience show you that it would be use- 
ful to recommend those who intend to 
build light railways linked up with stan- 
dard gauge railways to decide upon using 
standard gauge track, or is it still prema- 
ture to arrive at such a conclusion ? 

The second question relates to the 
routes served by two railway systems : 
the main railway and the secondary sys- 


‘tem — a question which also gives the 


competent authorities in Egypt much 
bother. Other railways also complain of 
this situation; in Morocco for example, 
and perhaps also in Ireland. 

The remedy made use of in some coun- 
tries consists of fixing a common rate 
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for the two systems; in other countries 
the two railways are in competition, gen- 
erally to the advantage of that with the 
shortest distance, or to the profit of other 
methods of transport. Are we justified 
in giving the preference to one or other 
of the two systems, taking into consider- 
ation nothing but the mutual interests of 
the two railways and the danger of road 
moter transport competition ? 


The President (in French). — I would 
like to ask Mohamed Sobhi Ishak Effen- 
di if he sees no difficulties in the way 
of turning his remarks into a simple re- 
commendation, because, in my opinion, 
it would be rather outside the question 
with which we are dealing here. Conse- 
quently I must ask him if he insists upon 
his proposal ? 


Mohamed Sobhi Ishak Effendi. — It is 
a recommendation. 


The President, — In that case I will 
ask you to find a suitable wording for 
this recommendation. 


Mr, Level (in French). After what 
I pointed out just now, our colleague 
Mr. Jourdain suggested a modification of 
the wording which some of you objected 
to. 

I must tell you that as far as the light 
railways are concerned, we do not ask 
for the question to be left with such a 
general interpretation as some of you 
seem to fear. I am now acting as inter- 
preter for my friend, Mr. Jourdain, and 
I have also come to an agreement with 
Mr. Jacobs and Mr. Henning to modify 
the summary as follows : « Therefore it 
would often be desirable to abolish taxes 
imposed on the transit of goods in cases 
where they tend to divert towards the 


road and the waterways... » I think that 
in this way everyone will be satisfied. 

Furthermore I want you to add another 
paragraph to Mr. Jourdain’s wording of 
the summary. We suffer, both heavy and 
light railways, from the slowness with 
which the public authorities approve our 
rates proposals. This makes it impossible 
for us to follow the traffic and keep it 
for the railway. I do not think anyone 
would oppose an addition worded, for 
example, as follows : 

« In this respect, it would be worth 
calling the attention of Governments. to 
the need for a rapid examination in each 
ease, and for authorising provisionally, 
the application of special rates or common 
tariffs proposed by the railways to en- 
able them to follow up traffic require- 
ments. » 


Mr. de Sousa (in French). — As re- 
gards Mr. Level’s proposal, I must point 
out that in our case we have already gone 
beyond this formula. At the present time, 
in order to do away with delays in ap- 
proving rates, the Control Commission is’ 
authorised to allow a provisional appli- 
cation of new rates. 


The President, — The general discus- 
sion is thus ended. 

I will now ask our Special Reporter to 
reply to the observations presented. 


Mr. Jacobs (in French). — Gentlemen, 
our President pointed out to me at the 
beginning of the Meeting that he consid- 
ered that my summaries 3 and 4 would 
be better placed in the discussion on 
Question XI. I do not insist particularly 
on these points. However, I must say that 
it seems to me that Summary 4 might 
very well be maintained. Undoubtedly in 
the case of Question XII as much as in 
that of Question XI, the Central Author- 


thal is iikely 


of Mr. Henning, the delegate of the Bel- 


to be cngah to the ne 
tonal ice ; 


bat’ ine ay of view is hae there i is ae 


tification for placing it here. — Sg 


Messrs. Level and Jourdain have, on 


the other hand, drafted a third summary __ se 


which they would like to insert after my 
second one. These Gentlemen have just 
told you that I have agreed to their word- 
ing and to the modification afterwards. 
made to it in order to meet the wishes 


gian National Railway Company. 

Mr. Level said that I depicted the posi- 
tion as rather gloomy, especially by giv- 
ing, as an example, a case in Belgium 
were 150 francs per wagon transferred 
must be paid to cover all the expenses. 
Now, Mr. Level, this is not a case of a small 
station where only one or two wagons are 
dealt with; actually thousands of wagons 
are transhipped at this station ! ae 

Mr. Henning also said that my report 
seemed to be an indictment against cer-— 
tain railway companies. I will not go 
into details because some of the things 
I should have to say would not be too 
pleasant. So I will say nothing. 

On the other hand, mention was made 
of Government delays, In Belgium, we 
cannot reproach our Government any- 
thing in this connection. What hampers 
us is the competition of our big sister, 
the Belgian National Railways Company, 
whose powers are so wide that the Min- 
ister is shy to counteract her edicts. Here 
you have the conditions under which we 
live, and if I have shown the black side 
of the picture, I did so intentionally. 

Furthermore, at the present time, we 
are studying the possibility of unifying . 
our rates, and I am glad to recognise the 
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nothing further to add. 
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that these explanations have besa 4 given, 
I think we can go‘on to examine the sum- 
maries. ; 
It appears to me that Summary 4 has 
not been criticised by any spethetng ‘): 
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Mr. de Sousa (in French). oth should, id 
like to ask if Summary 2 does not merely 
carry on the idea of Summary 1, so that 
it might perhaps be well to combine them, 9 

It would perhaps be auflujeste to add 
to the end of the first summary : 
which the os interest of the } 
should coincides a7! 4a 
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to see our third and fourth summaries 
put before the joint Meeting of the 3 Sec- 
tions. 


Mr. Bouteau (in French). — If this is 
to be done, I will ask for the wording of 
Summary 3 to be modified, in accord- 
ance with the proposal I pet forward ear- 
lier. 

In France, we want to be protected be- 
fore we can develop. Obviously if a rail- 
way company knows it is protected, and 
can have confidence in the future, it will 
develop. It cannot develop if it is not 
protected, and has fears for its safety. 

Consequently I think protection comes 
before development. 


The President (in French). — M. de 
Sousa tells me that he will not insist 
upon his proposal which was merely a 
commentary. 


Mr. Marguerat, Viége-Zermatt Railway, 
Switzerland (in French). — I propose to 
add the word « principaux » after the 
words : « Chemins de fer » in the French 
text. (The English text remains unal- 
tered.) 


The President, — Summary 1 would 
thus be : 


1. The most essential principle which must 
govern all co-ordination, and in particular 
co-ordination between main railways and 
light railways, is first of all the defence of 
the public interests, that is to say, the safe- 
guarding of the public economy. 


— Adopted. 

Summary 2: 

2. The interests of the railways should 
coincide with those of the public in general : 


this is the principal criterion for any sound 
railway co-ordination. 


III—6 


Mr, Level (in French). — I suggest we 
suppress the word « railway » at the end. 
We might perhaps say : « ... coordination 
of the Systems... ». 


Mr, Vandersypen, Belgian National 
Railways Co. (in French). — I suggest 
this paragraph be reworded because, as 
it stands at present, it asks what is im- 
possible. 

The interest of the railways, actually, 
never absolutely coincides with that of 
the population. Thus for example, every- 
thing else being equal, the railways’ in- 
terest is to have high rates, and the pub- 
lic’s interest, low ones. The idea of the 
Reporter might be better expressed as 
follows : 

« Railway co-ordination should be made 
in the interest of the railway systems con- 
cerned, without prejudice to the general 
interest of the public. » 


Mr. Czapski, Ministry of Communica- 
tions, Poland (in French). — I also sug- 
gest that we say that the interest of the 
railways should be co-ordinated instead of 
should coincide, because it ts not possible 
for these interests to coincide entirely. I 
will not insist upon this, however. 


Mr. Jacobs (in French). — I do not 
agree; I think my wording is better. 


Mr. Jourdain (in French). — I think 
that we are confusing the general interest 
of the country and the interest of the 
railway users. The general interest of 
the country requires the railways to bal- 
ance their receipts and expenses so that 
there shall be no deficit to make good. 
Perhaps we might replace the word 
« public » by « nation », but I think the 
principle that Mr. Jacobs has laid down 
should be maintained. 


The President (in French). — I am 


any soi. adie co. ® 


Are there any ae at 


; j — tine modified version of Summary 2 
-- is adopted. 
Best, ; The President (in French).— We now 
come to the new Summary 3 suggested by 
Messrs. Jourdain and Level : 


3. It would often be desirable to abolish 
taxes imposed upon the transit of goods 
when they tend to divert, towards the road 
or the waterways, traffic which would other- 
wise remain with the railway. 

In this respect, it would be worth calling 

the attention of Governments to the need for 

a rapid examination, in each case, and 

for authorising provisionally the application, 

; of special rates or common tariffs proposed 

by the railways, to enable them to follow 
up traffic requirements. 


Mr. Jourdain (in French). — Before we not ap) pte: . 
take the idea expressed by Mr. de Sousa cumvent ‘the me interest: "2: Deen ees 
into account, I suggest that Wwe addi. as - After, this discussion, 
is done in some countries. » 


oe a ita aaa Revonrmn, 


Mr. Jacobs (in French). — I want to_ Messré. JouRDAIN an d Levi. 


ask Mr. Jourdain if it would not be pos-> 
sible to suppress the last part of his sum- 
mary which reads: « ... whey they tend 
to divert, towards the road or the water- 
ways, traffic that would otherwise remain’ — 
with the railway. » 
This gives a bad impression. It gives 
us the appearance of being opposed to 
road transport, and consequently merely 
wishing to abolish the charges which fall 
upon those goods, which might eventually 
be carried by road or water. It would be 
| better not to say this. 
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railways, as is done in some countries. Only 
these measures will permit to continually 
follow up the requirements of the traffic. 


— Adopted. 


The President (in French).— We have 
thus agreed, to our satisfaction, the word- 
ing of the summaries, and we now come 
to the old Summary 3, about which it was 
said that it would be better to turn it into 
an item on the agenda to be discussed 
with Question XI. 

Do you see any difficulties in this ? 


Mr. Bouteau (in French). — I insist 
that we should now agree about the word- 
ing. 


Mr. Jacobs. — We might replace the 
words : « provided they endeavour to im- 
prove... » by the following : « in order to 
allow them to evoluate and adapt them- 
selves to the traffic requirements. » 


Mr, Wang, Ministry of Railways, Chi- 
na. — I am in favour of modifying this 
wish so as to make our position safe. It 
might read as follows: « have the right 
to protection against anything in the na- 
ture of direct or indirect subsidies by the 
public, or more favourable treatment by 
the Government, that tends, etc. » 


Mr. Henning (in French). — I think 
the Special Reporter would agree in re- 


cognising that. the word « protected » 


gives a bad impression to public opinion. 
What we are asking is that there should 
be free competition in so far as the bur- 
dens imposed on each method of trans- 
port should be identical, I think it would 
be better to’ use some negative term in- 
stead of saying « protected ». 

We might say : « Public railway serv- 
ices — constituting an important part of 
the national equipment and fulfilling an 
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economic and social function the benefits 
of which, mainly of an indirect nature, 
generally extend to the whole national | 
community — may not be made the sub- 
ject of unequal competition which would 
tend to ruin their activity. » 

The expression is more general and it 
includes, I think, what the Special Re- 
porter wanted to introduce in his sum- 
mary. 

I am anxious that the word « protected » 
should not be used. 


Mr. Jacobs (in French). — I do not 


- think that Mr. Henning’s proposal as put 


forward just now can be accepted. In 
fact we have a right to be protected; if 
we do our duty, the Government ought to 
protect us. I do not think public opinion 
would look unfavourably on the word 
« protected ». 


Mr. Bouteau (in French). — We should 
not be afraid of using the word « protec- 
tion ». 


Mr. de Sousa (in French). — I suggest 
that we replace the word « protected » by 
« defended ». The difference in meaning 
is only very slight, but it corresponds to 
the idea expressed. 


Mr. Jacobs (in French).-— It has a still 
stronger meaning than the word « pro- 
tected ». I hold to my own wording. 


Mr. Henning (in French). — I regret 
that the Special Reporter will not agree 
to alter his wording. We might use the 
word « defended ». 


Mr. Jacobs (in French). — Very well 
then, I will agree to the word « defended ». 


The President (in French). — Conse- 
quently the final text is : 
« Publie railway services — consti- 


— 280 — 


tuting an important part of the national 
equipment and fulfilling an economic 
and social function, the benefits of which, 
mainly of an indirect nature, generally 
extend to the whole national community 
— have the right to be defended against 
anything that tends to ruin their work, 
in order to allow them io evoluate and 
adapt themselves to the traffic require- 
ments. 

The advantages directly or indirectly 
enjoyed by other means of transport, 
would thus be taken into account. » 


— Adopted. 


There now remains Summary 4. Are 


there any remarks ? 


Mr. Level (in French). — As far as I 
am concerned, I do not wish to see a 


single word of this summary changed, as 
it seems very well worded to me. But I 
ask that it be brought wp when Ques- 
tioin XI is discussed. 


The President (in French). — You 
therefore propose to make one statement 
with the old Summaries 3 and 4 ? 


Mr. Jourdain (in French). — These 
summaries are in fact opinions which we 
will put before the 3rd and 4th Sections 
when they meet jointly. 


The President, — Does anyone wish to 
say anything ? 


— The two points are thas adopted and 
will be brought up when Question XI is 
discussed. 


— The Meeting ends at 11.55 a.m. 
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DISCUSSION AT THE PLENARY MEETING 


24 January 1933. 


PresipeNt : H. E. Isranm FAHMY KERIM Pasna. 
GENERAL SECRETARIES : Messrs. P. GHILAIN, Yousser RISGALLAH Bey, 
Dr. I. G. LEVI and FOUAD HASSIB Bey. 
AssIsTANT GENERAL SECRETARIES : Sir Henry FOWLER and Mr. P. WOLF. 


Mr, Ghilain, General Secretary. — We 
now pass on to the Summaries of Ques- 
tion XII, which have been published in 
today’s issue of the Daily Journal of the 
Session. 


— These Summaries are read out. 


The President, — Are there any re- 
marks as regards these Summaries ? 


— No objection being raised, the sum- 
maries of Question XII are considered 
as adopted. 


Summaries. 


« 4. The most essential principle which 
« must govern all co-ordination, and in 
« particular co-ordination between main 
« and light railways, is first of all the 
« defence of the public interest, that is 
« to say, the safeguarding of the public 
« economy. 


« 2. The interests of the railways 


« should coincide with the general in- 
« terest of the Nation: this is the prin- 
« cipal criterion for any sound railway 
« co-ordination. 


« 3. It would be desirable to abolish 


« taxes imposed upon the transit of 
« goods, in cases where they would result 
«in the turning away of traffic which 


< otherwise would be handled by. the 
« railways. 


« In this respect it would be worth 


« calling the attention of Governments 
« to the need for a rapid examination in 


« each case, and for authorising provision- 
« ally the application, of special rates or 


« common tariffs proposed by railways, 
«as is done in some countries. Only 
« these measures will permit to con- 
« tinually follow up the requirements of 
« the traffic. » 
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QUESTION XIII. 


The use of rail motor cars on secondary railway lines. 


Preliminary documents. 


1st report (Great Britain, Dominions 
and Colonies, United States of America, 
China and Japan), by Mr. A. D. J. For- 
sTER. (See Bulletin, April 1932, p. 454, or 
separate issue No. 4.) 


2nd report (Continent of Europe, ex- 
cept Italy, by Mr. F. Lever. (See Bulletin, 
June 1932, p. 1133, or separate issue 
No. 47.) 


3rd report (Italy and Colonies, Afri- 
ca, except the British Dominions and 
Colonies, Latin America), by Messrs. 
La Vatte and Metin. (See Bulletin, 
September 1932, p. 1804, or separate issue 
No. 29.) 


Special Reporter : Mr. E. MELLIN1. (See 
Bulletin, January 1933, p. 161.) 


SECTIONAL DISCUSSION. 


(3rd and 5th Sections meeting jointly). 


Meeting held on the 25 January 1933. 


Mr. M. MARGOT, Present oF THE 3rd SEcTION, IN THE CHAIR. 


The President. —I will ask M. MELuin1, 
the Special Reporter, to give us a brief 
résumé of his special report which sums 


up all the reports drawn up on this ques-. 


tion, 


Mr, Mellini, Special Reporter (in 
French), — Gentlemen, the question of 
rail motor cars was first raised at the 
London Congress and the trials made in 
1924 and 1926 had already prepared the 
way for an increasingly important devel- 
opment in the application of this method 


man. 


of railway traction. The first trials we 
carried out did not, however, give very 
good results. This was because we ex- 
perienced a certain amount of difficulty 
in adapting them completely to railway 
traction and the first machines tested 
were not able to reach high speeds. The 
chief preoccupation was to reduce the 
number of the staff and confide the driv- 
ing of these rail motor cars to a single 
For this reason, the investigation 
into this question at the Madrid Congress 
did not lead to any tangible results. 


ee 


— 283 — 


Latterly, however, the unfavourable 
economic situation of the railways — 
especially of the secondary railways — 
and the ever increasing competition of 
road motors have led to the problem be- 
ing fully taken up again, and it is now 
considered as an efficacious way of fight- 
ing motor competition. I would like to 
point out, however, that from the point 
of view of speed, starting up and acceler- 
ation, of the weight which should not be 
too great so that it can be used on exist- 
ing lines, and finally as regards the in- 
tensification of the train services between 
two given points, my summing up, as well 
as the report I prepared for the Congress, 
is now somewhat out of date. I think, 
however, that it would be useful to read 
to you the general summaries | drew up, 
bearing in mind, however, that certain 
modifications should be made to them. 

The general summaries, of my report 
are as follows : 


1. The rail motor car, with either a spark 
or compression-ignition engine, must be 
considered as one of the systems of traction 
which meet the requirements of light rail- 
ways with small traffic, particularly in this 
critical time which, more than ever, makes 
economic working a matter of vital import- 
ance for all railways. Under special con- 
ditions of working, accumulator and steam 
motor cars may be considered as an equally 
useful system of traction. 


2. Present tendencies in the construction 
of rail motor cars point to the increasing 
uilisation of heavy-oil engines and to the 
use of more powerful vehicles, which seems 
to indicate the necessity of the adoption of 
electrical transmission. Above 150 H. P., rail 
motor cars with Diesel-electric engines are 
to be advocated. 


3. Rail motor cars should apparently pos- ; 


sess the following characteristics : 


a) a high running speed, at least of 50 km. 
(31 miles) per hour; 


b) quick acceleration, permetting of equal- 
ly high commercial speeds; 

c) light weight in relation to the seating 
capacity; 

d) a carrying capacity slightly in excess 
of normal traffic requirements; 

e) sufficient engine power to haul a second 
vehicle. This characteristic entails the. ne- 
cessity of fitting standard types of coupling; 

f) two driving compartments, or one only, 
but in the latter case so situated as to permit 
of driving in both directions. 


4. If real advantage is to be derived from 
the use of rail motor cars, there must be a 
more extensive use of these vehicles and 
their substitution for the present steam 
engine services must be as complete as 
possible. This transformation of the system 
of traction must be accompanied by the 
necessary modernisation of installations and 
simplification of working with a view to 
satisfying the ever increasing exigencies of 
the public, in particular for fast and frequent 
trains and moderate fares. 


I should like to add that, as far as 
Italy is concerned, at the present time 
we have in hand some very important 
trials, about which I believe my colleague, 
Mr. La VALLE, can give. you some infor- 
mation. 


The President (in French). — The Spe- 
cial Reporter is to be thanked for his 
résumé, and the summaries he has just 
read us. This résumé shows that the 
reports were drawn up at a time when 
the question was not as fully developed 
as it is today. Progress therein has been 
extremely rapid, trials in various direc- 
tions are being carried out in every coun- 
try, and I think that our Special Reporter 
was quite right in saying that we must 
adapt the summaries to the present con- 
ditions. 

The general discussion can now begin. 
Mr. Level will speak first of all. 


were obliged to draw up our reports in 
cea udance with a questionnaire sent out 
18 months ago. The question has, of 
course, developed considerably since then, 
when the problem of rail motor cars had 
only been dealt with in isolated cases. At 


the present time, all the railways, both 


large and small, have got down to work, 
since they have realised that ‘the use of 
rail motor cars may indeed be a solution 
for the difficulties we all are expe- 
riencing. 
The “result is that the summaries 
Mr. Mellini has got out, though exact 
fundamentally, are in my opinion at any 
rate, a little too precise. I think that we 
should be content with something more 
general; above all we should not appear 
to favour or to condemn certain solutions 
which have been proposed recently and 
which have shown themselves as probably 
extremely valuable. Thus, I think that 
in a question like the one we are dealing 
with we must not be led into saying, for 
example, that such and such a system 
must have electric transmission above 


such and such a power. You know that — 


in France, for example, interesting solu-- 
tions have been put forward this very | 


year : thus we have the « Micheline y 


which you all know, as well as other types. 
Among high-power rail motor cars, we 
have the « Pauline » which is equally 


well known. This rail motor car, which 


is of a very powerful type, can reach high 
speeds and has nonetheless mechanical 
transmission. Consequently we cannot 
say, in a general and definite manner, 
that electric transmission has to be used. — 

It would perhaps be better to get out 
more general summaries, indicating sol- — 
utions “without giving £00 precise details 


res he Pre a ‘you, we, “the reporte s, 


ounces 1c 
motor cars, een d 
Pane O a shea. ex ent 
trials. 


apn ethichioas 
mnie are all Ue more So sae ; 


an sartommehiie on pie $0 hse ioe ase a 
no more reason for having more than 
one. driver than iberg is on the road. +: 


means’ ast Teue sections rol oobi 
telephone. ; 

cael TE comparison with a light steam ace! 
rogaine se men, for a the A 


this t is the ofa 6 ahi I aN to dra 
the attention of the Meeting. — 
To sum up, I wonder whether it 
not be as well to extend the 
summaries. presented by l 
rather more general SSPOCi 


‘The President. —Mr. La Valle “ill n now oe 
speak 
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Mr. La Valle, Reporter (in French). — 
I would like to give you some informa- 
tion about the trials carried out in Italy, 
in 1932. 

As a result of these trials, two-bogie 
Fiat rail motor cars, weighing 12.5 tons 
when empty, have been put into service 
on the State Railways. These rail motor 
cars, which are fitted with a 120-H.P. 
petrol engine, have seats for 48 passen- 
gers and standing room for 22. They can 
run at a maximum speed of 120 km. 
(75 miles) an hour. 


Mr. de Sousa, Ministry of Commerce and 
Communications, Portugal (in French). 
— Our railways were in a very difficult 
position during the war, when there was 
a shortage of fuel and lubricants, as well 
as of stores for the maintenance and 
repairs of the rolling stock. We had to 
burn wood, and make use of soft-wood 
sleepers, which only had a very short life. 

On the other hand, the economic de- 
pression made it impossible for us to 
obtain sufficient funds to replace our 
stock and permanent way in a fitting 
manner. Later on, competition of the 
motor services came into being and took 
away a very appreciable part of our 
traffic. In order to reorganise the traffic, 


it was necessary to increase the speed, 


multiply the trains without putting too 
much strain upon the operating depart- 
ment, organise door to door transport, etc. 
Trials of rail motor cars therefore ap- 
peared to be necessary, but there was a 
certain amount of uncertainty about the 
types which should be adopted. 

I carefully followed the way the ques- 
tion was investigated at the Rome, Lon- 
don, and Madrid Congresses, although no 
certain and definitive results, as regards 
the preference to be given to either light 
or heavy rail motor cars, petrol or heavy 
fuel oil engines of the Diesel type, the 


use of accumulators or even of steam 
engines, were arrived at. The question 
was always referred to the next Congress, 
and here we are studying it again. The 
rail motor car seems to us exactly what is 
wanted in certain cases, particularly for 
secondary lines, but the heavy vehicles 
with Diesel engines are so costly that our 
Companies, who have to contend with 
very serious difficulties and have little 
net income, hesitate to make the large 
capital expenditure involved. 

I was in Paris eight months ago, and 
collected there, thanks to the courtesy of 
the Traction and Rolling Stock Depart- 
ment of the Midi Railway Company, much 
valuable information about their « Pau- 
line » rail motor cars, as well as from 
Mr. Dautry, the eminent Manager of the 
State Railways, who offered to let me 
make a trial journey either in the « Mi- 
chelines » — which did not seem to be 
likely to solve the problem — or in 
Renault rail motor cars with Diesel mo- 
tors. I visited very thoroughly the Renault 
factory where the question is being in- 
vestigated. The Société Générale des Che- 
mins de fer économiques gave me some 
very interesting information about its 
petrol engine-driven de Dion-Bouton rail 
motor cars, which are very light and can 
be turned where they stand on the 
line, without a turntable being required. 
Mr. Jacobs, when Question XII was being 
discussed, spoke about light rail motor 
cars used on a large scale on the Belgian 
light railway system, which give every 
satisfaction. 

In England, I obtained information, 
which I have not yet been able to check, 
about the « Road Railers », which are 
lorries or light lorries running on rail 
or road, fitted with petrol or Diesel 
engines, and which can give through or 
door to door transport. I do not know 
if sufficient experience has been obtain- 
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ed with such vehicles for their use to be 
recommended,.and I should be very glad 
if one of our English colleagues could 
give us some precise information on the 
subject. Moreover, I should be very gra- 
teful for reliable and practical informa- 
tion, about this important question of the 
types of rail motor cars, from those of 
our colleagues who have made detailed 
trials of them. 


The President (in French). — To sum 
up, Mr. de Sousa wishes to know, from 
information which can be given to the 
Meeting, which types of rail motor co- 
aches are to be recommended. 


Mr. de Sousa (in French), — I parti- 
cularly wish to have information about 
the « Road-Railer », a vehicle which can 
run either on the railway or on the road. 
Our English colleagues will perhaps be 
able to give us some information on this 
subject. 


Mr. Jacobs, Belgian National Light 
Railways Company (in French). — I wish 
to reply to Mr. de Sousa’s request for 
information about operation by rail mo- 
tor cars. When Question XII was being 
examined, I reported that our railway 
system intended to build three. hundred 
rail motor cars according to its own 
designs. I can add that the cost price 
of the veliicle-kilometre has fallen to 
3.90 Belgian frances as compared to 6.50- 
7.00 for the steam train-kilometre. But 
that is not the greatest benefit. Mr. Level 
has said that the first advantage, a very 
considerable one, is the resulting decrease 
in expenditure. This is about 100% as 
it has fallen from 6.00-7.00 franes to 
3.50. We hope to obtain still greater 
benefits by recovering lost traffic. At 


the present time, we are operating 8 lines, — 


and on these 8 lines, 50 to 100 % of our 


lost passengers have been brought back 
to the railway, and what is better still, 
the motor services which were competing 
against us had to give up business. With- 
out any hesitation, we are going to extend 
the rail motor car services over our 
whole system of 4000 km. (2500 miles). 
I should be very pleased if you would 
pay us a visit. Those of our foreign col- 
leagues who have visited us — and several 
have done so — appeared to have been 
very interested. Mr. Level also sent an 
engineer to us; today I can tell him that 
since then we have made several impro- 
vements and now the design our vehicle 
is definitive. 

We are now considering the possibli- 
ties of the heavy fuel oil motor, and we 
hope to have brought it to a satisfactory 
stage of development in a year’s time. 


Mr. Seefehlner, Permanent Commission 
of the Association and Austrian Federal 
Railways (in German). — In the sum- 
maries for Question XIII, rail motor car 
services are recommended as being econ- 
omical. 

I am of the opinion that they can only 
be considered as economical if a saving 
can be made in driving them, 1. e. in staff. 
I should like to ask therefore if it would 
not be a good thing to mention that rail 
motor cars should be driven by a single 
man. 

I cannot subscribe to the statement that 
a rail motor car is as economical as a 
road motor vehicle. The conditions which 
govern the working of rail motor cars are 
absolutely different from those that have 
to be taken into consideration in the case 
of road vehicles; consequently each me- 
thod of transport should be considered 
under its own particular aspect. 

Under these circumstances, it er err- 
oneous to say that rail motor coach serv- 
ices are economical; they are only econ- 


omical if a single man can be made 
responsible for operating the vehicle, and 
for this to be possible the rail motor cars 
must be fitted with appropriate braking 
devices. It is desirable, therefore, that a 
recommendation in this sense be put 
before the Governments and the necessary 
authorisation obtained. I should like to 
call the attention of the Special Reporter 
to this point. 


Mr. Goonetilleke, Ceylon Government 
Railway. — I shall be very grateful if 
Members would indicate in the course of 
their comments if they have any prefer- 
ence, as a result of their experience, 
towards petrol rail cars, as against steam 
rail cars, There is also the question of 
the very rapid depreciation of some of 
the models. 


Mr. de Sousa (in French). — To clear 
up the question of driving, I should like 
to know if anyone has tried to operate 
large rail motor cars with a single man. 


The President (in French). — M. Level 
has told us that this has been done on 
the secondary railways. 


Mr. Mellini (in French). — And also 
on the main lines of the Italian railways. 


The President (in French). — It scems 
to me that we can now end the general 
discussions. 

As far as Mr. de Sousa’s request is 
concerned, it seems to me difficult to 
introduce into the summaries technichal 
information taken from the statements 
made during the discussions. Our sum- 
maries should have a rather general cha- 
racter. What I propose to do, however, 
after the summaries have been agreed, is 
to express the opinion that the Permanent 
Commission of the Congress should be 


kept informed by the Railway Adminis- 
trations about the progress made, parti- 
culars of which would be published in 
the Bulletin. 

It seems to me that this should satisfy 
Mr. de Sousa, and at the same time be 
very useful for everyone. 


Mr. de Sousa. — Thank you, Mr. Pre- 
sident. 


Mr, Level (in French). — I should like 
to add a word about a question that has 
not been touched upon, that of the cost 
of converting certain passenger vehicles 
into rail motor cars. 

Our colleague, Mr. Jacobs, has told us 
about the extremely interesting trials 
carried out on the Belgian light railways. 
I delegated one of my assistants to look 
into this, and I must admit that I was 
very much attracted by what had been 
done. I did not exactly copy what Mr. Ja- 
cobs had done, but I was inspired there- 
by, and I succeeded in changing some 
rather out of date passenger carriages 
into rail motor coaches. I was at once 
led to adopt the Diesel motor, and the 
meeting will be interested to hear that 
conversions of this kind are very cheaply 
carried out. 

On the Belgian light railways, by this 
method, a petrol motor coach can be pro- 
vided for 100000 Belgian frances; in our 
case the cost was 60000 French francs 
and with a Diesel motor, 80000 franes. 
In this way we get rail motor coaches 
which only cost about half what we have 
to pay if we buy them from outside firms. 
We have equipped these vehicles for 
speeds of 60 to 70 km. (37 to 43.5 miles) 
an hour : this, of course, is a question of 
engine power and gear ratios. 

If you will allow me, Mr. President, 
I would like to read some proposed sum- 
maries I have drawn up. 
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The President (in French). — We will 
compare them. with the modified wording 
which Mr. Mellini got out. 


Consequently I suggest that the Meeting 
should adjourn for 10 minutes to enable 
us to compare the two proposed texts and 
draft a common wording. 


(The discussion is interrupted at 
10.20 a.m. and resumed at 10.30.) 


The President (in French). — We will 
now resume the discussions. 

We will put before you proposed sum- 
maries, prepared by the Special Reporter 
with the assistance of Mr. Level. 


Mr, Mellini (in French). — With the 
assistance of our worthy President and 
Mr. Level, I have prepared the following 
new text : 


1. The use of rail motor cars which, up 
to the present, has only provided a solution 
of the question in isolated cases, lends a 
new interest to the consideration of auto- 
mobile competition, the development of 
which is occupying the close attention of 
all Railways, not only the large Companies 
but also those of local interest. 


2. The rail motor car can be considered 
as one of the systems of traction fulfilling 
the needs of lines with little traffic and 
responding best to the need for reduction 
of the working costs, especially when the 
vehicle can be driven by one man only. 

The present tendency in the construction 
of rail motor cars is towards the use, more 
and more extended, of heavy-oil motors and 
the employment of more powerful cars. 


3. Rapid transport, which the road auto- 
mobile endeavours to provide,.requires, to 
be adopted in a practical manner on se- 
condary lines, an engine capable of increased 
overall speeds, and with a cost such that 
the volume of the traffic can be increased 
without extra charges. 


4. The rail motor car should be an easy 
working machine, specially capable of quick 
starting and stopping, getting up speed ra- 
pidly, and having sufficient power to take 
into account the gradients of the line served. 

In some cases the reserve power could 
be utilised for drawing a trailer. 

It would be advantageous, particularly 
for short journeys or for shuttle services, to 
have a rail motor car that can be run in 
both directions. 


These are very general, summaries, 
which seem to me to meet the ideas de- 
veloped by Messrs. Level and Seefehlner. 


Mr, Jourdain, Chemins de fer secon- 
daires du Nord-Est, France (in French). 
— Mr. President, the question I want to 
raise is of a general nature. I wonder 
whether, to meet Mr. de Sousa’s request, 
a note could not be added to the sum- 
maries which have just been read to us. 
As far as we are concerned, 10 years ago 
we began to make use of rail motor cars, 
and we have come to recognise that in 
the beginning the tendency was to fit 
these vehicles with motors of too low 
horse power. We have some vehicles 
which have been in service for 10 years; 
at the beginning they were fitted with 
40-H.P. motors, which we have now re- 
placed by 80-H.P. Diesel motors. We 
had some two-bogie vehicles accomodat- 
ing 70 passengers, which had 80-H.P. 
motors, and these we have changed into 
150-H.P. motors, which power is barely 
enough; these changes have proved very 
useful from the economic point of view. 

I think that it would be really useful 
if our summaries gave some advice to 
those of our colleagues who have not yet 
had any experience of rail motor coaches, 
who wish to make use of them, and who 
have come here to obtain information. 


~ Would it not be more precise to say that 


our engines should have a sufficient re- 
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serve of power to avoid working the mo- 
tors to full capacity all the time? 


The President (in French). — I suggest 
that we examine the new summaries point 
by point, as this will enable us, if need 
be, to make any modification felt desir- 
able. 


Mr. Mellini reads Point 7 of the new 
summaries. 


— Summary 1 1s without 


comments. 


adopted 


Mr. Mellini then reads Summary 2 
again. 


Mr, Jourdain (in French). — I think 
we might say: « It is to be recom- 
mended » or « It is recommended to 
employ sufficiently powerful motors ». 


The President. — This is really a ques- 
tion of detail, and I consider that the 
proposed text is adequate. 


— Summary 2 is adopted. 
Mr, Mellini re-reads Summary 3. 


Mr, Henning (in French). — Is the 
rail motor coach only really to be recom- 
mended on « secondary lines »? In Belg- 
ium we are also considering using rail 
motor coaches on certain main lines. 


The President (in French). — We 
have, I believe, forgotten just now to 
include a small paragraph about this. In 
any case, we will give effect to Mr. Hen- 
ning’s remark. 


— Summary 3 is adopted, Mr. Hen- 
ning’s remark being kept for future dis- 
cussion. 


Mr. Mellini reads Summary 4. 


The President (in French). — The 
question of flexibility has been introdue- 
ed into this summary, as well as quick 
stops, and mention is made of a suffi- 
cient reserve power, which means that 
the vehicle must be more powerful than 
usually needed; if a line on the level is 
being considered, a 10 % reserve of 
power is sufficient; on the other hand in 
the case of a line with gradients there 
must be a reserve of power of 30 to 40 %. 


Mr, Savary, Swiss Federal Railways (in 
French). — I should like to support the 
text drawn up by the Bureau, as I under- 
stand very clearly the interest of the 
question of power. But there is a danger 
of exaggerating this, as if the power is 
too great the saving is lost. The idea of 
economy is expressed most happily in the, 
Bureau’s wording. 


The President (in French). — In 
France, there has been a tendency to 
make the machines too powerful. 

It seems to me that the idea of power 
is sufficiently stressed to satisfy Mr. Jour- 
dain. It might perhaps meet the case if 
we left the text unaltered whilst report- 
ing in the minutes Mr. Jourdain’s re- 
marks and Mr. Savary’s reservation. 


Mr. Jacobs (in French). — Could we 
not say that the rail motor coach ought 
to be « easy working and comfortable »? 
If we have been successful in Belgium, 
it is only because our rail motor coaches 
are more comfortable than road motor 
vehicles and moreover noiseless, 


The President, — I agree to the addi- 
tion : « and comfortable ». 


Mr. Mellini (in French). — One last 
paragraph remains :« The employment of 
the rail motor car can also be considered 
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on the main lines, for a better local 
service. » 

I suggested just now that this para- 
graph should be deleted as it does not 
fall within the competency of this Sec- 
tion, although I see no objection to it. 


The President. — This paragraph takes 
Mr. Henning’s observation into account, 
and if no objections are raised we will 
include it in No, 5. 


Mr. Level (in French). — We might 
say : « ...can also be considered usefully » 
but I do not insist. 


Mr, Direz, French State Railways (in 
French). — If the use of rail motor cars 
on main lines is being considered, I must 
point out that they can also be used for 
expresses, On the Railway to which I 
belong, the French State Railways, we 
intend to make use of rail motor coaches 
in connection with the transatlantic mail 
boats at Cherbourg and Havre, and also 
for summer ‘services between Paris and 
Trouville-Deauville. If therefore a sum- 


mary on the utilisation of rail motor 
coaches on main lines is to be included, 
I want to see added: « ...and for special 
requirements ». 


The President (in French). — The text 
would therefore be: « for a better local 
service and for special requirements ». 

When the question was set three or 
four years ago, it was worded in accord- 
ance with the ideas then prevalent. A 
great development has occurred since 
then. Mr. Direz’s observation is, how- 
ever, rather different, and I think his 
suggestion might be put aside as being 
outside the subject with which we are 
dealing. We will consequently give effect 
to Mr. Henning’s suggestion by adding 
the proposed Summary 5 and we will 
mention Mr, Direz’s remark in the mi- 
nutes. (Agreed.) 

The text of our summaries is thus 
agreed, and we will read the English and 
German translations at the beginning of 
tomorrow's meeting. 


— The meeting adjourns at 11 am. 


Meeting held on the 26 January, 1933. 


Mr. M. MARGOT, PRESIDENT OF THE 3rd SECTION, IN THE CHAIR. 


The President (in French), — Gentle- 
men, we will continue the discussion of 
Question XIII, the general summaries of 
which we drew up yesterday, with the 
reserve of making a slight modification 
to Summary 4, and of reading the English 
and German translations of the complete 
text. 

As you will no doubt have noticed, the 
minutes of the meeting as reported in 
the Daily Journal of the Session call 
attention to the slight modification in 
Summary 4, made by the Bureau in order 


to take into account Mr. Jourdain’s ob- 
servation. 

We will begin therefore by reading 
through the French text of the summaries 
once more. 


Mr. Mellini then read Summaries 1, 2 
and 3, which remained unchanged. 


Mr. Mellini. — Clause 4: « 4, The rail 
motor car should be an easy working and 


- comfortable machine, specially capable of 


quick starting and stopping, getting up 
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speed rapidly, and possessing a reserve 
power sufficient to avoid constant work- 
ing of the motors at their maximum 
capacity. » 


The President (in French). — Gentle- 
men, here you have the modification 
which has been made. Instead of con- 
sidering the profile, we have directed 
attention to the limit of power of the 
motor. 

The last two paragraphs of Summary 4 
have not been modified, and Summary 5 
remains unchanged. 


— Are there any remarks? 


— As no objections are being raised, 
we will consider the text of the sum- 
maries as agreed, with the modification 
pointed out in Summary 4. 


The corresponding English and Ger- 
man texts were then read. 


— The Meeting then resumed the dis- 
cussion on Question XI. 


DISCUSSION AT THE PLENARY MEETING 
held on the 30 January 1933 (morning). 


H. E. Isranim FAHMY KERIM Pasa IN THE Cuair. 
GENERAL SECRETARIES : Messrs. P. GHILAIN, Yousser RISGALLAH Bey, 
Dr. I. G. LEVI and FOUAD HASSIB Bey. 
AssISTANT GENERAL SECRETARIES : Sit Henry FOWLER and Mr. P. WOLF. 


Mr. Ghilain, General Secretary. — We 
will now examine the summaries adopted 
by the 5th Section as regards Ques- 
tion XIII. These summaries appeared in 
No. 6 of the Daily Journal of the Session. 


(These summaries were read to the 


Meeting.) 


The President. — Are there any objec- 
tions? 


— No remarks were made. 


The summaries of Question XIII will 
consequently -be considered as adopted. 


Summaries. 


« 1. The use of rail motor cars which, 
« up to the present, has only provided 
« a solution of the question in isolated 
« cases, lends a new interest to the con- 
« sideration of automobile competition, 
« the development of which is occupying 
« the close attention of all Railways, not 
« only the large Companies but also those 
« of local interest. 


« 2. The rail motor car can be con- 
« sidered as one of the systems of trac- 
« tion fulfilling the needs of lines with 
« little traffic and responding best to 
« the need for reduction of working 


costs, especially when the vehicle can 
be driven by one man only. 

« The present tendency in the con- 
struction of rail motor cars is towards 
the use, more and more extended, of 
heavy-oil motors and the employment 
of more powerful cars. 


« 3. Rapid transport, which the road 
automobile endeavours to provide, re- 
quires, to be adopted in a practical 
manner on secondary lines, an engine 
capable of increased overall speeds, 
and with a cost such that the volume 
of the traffic can be increased without 
extra charges. — 


« 4, The rail motor car should be an 
easy working and comfortable machine, 
specially capable of quick starting and 
stopping, getting up speed rapidly, and 
possessing a reserve power sufficient 
to avoid the constant working of the 
motors at their maximum capacity. 

« In some cases the reserve power 
could be utilised for drawing a trailer. 
« It would be advantageous, particu- 
larly for short journeys or for shuttle 
services, to have a rail motor car that 
can be run in both directions. 


« 5, The employment of the rail motor 
car can also be considered on the main 
lines, for a better local service. » 
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Mechanisation of the control of the fuel 
used and the distance run by locomotives. 
The « Rona » locomotive meters, 


by N. M. 


MOTCHAROFF, 


Mechanical Engineer, Locomotive Department, Rumanian Railways, Bucarest, 


and A. S. SOKOLOFF, 


Mechanical Engineer, of Messrs, Louis Sacré & Fréres, Liége (Belgium). 


(Revue Universelle des Mines.) 


The work done on the railways to 
obtain better use of the locomotives 
tends to result in obtaining the maximum 
mileage with the maximum load hauled, 
whilst using the minimum of fuel per 
gross tonne-kilometre. 

The control of the fuel used on each 
locomotive is generally obtained by com- 
paring the actual consumption and the 
figures known as « fuel allowances » got 
out for each engine-kilometre or for each 
100 gross tonne-kilometres. These allow- 
ances are calculated separately for each 
type of locomotive, for each class of 
frain, and for each section of the line. 

In order to encourage the staff to take 
a keener interest in keeping the engines 
in repair and in saving fuel, some com- 
panies apply various systems of pre- 
miums for coal saved on the standard 
allowances and also others proportional 
to the distance run by the locomotive. 

The fuel allowances are calculated as 
a rule with some margin above the quan- 
tity used by an average engine worked 
by an average set of men. 

The savings effected and the corres- 
ponding premiums allocated to the set of 
men on an engine are increased in pro- 
portion as the maintenance of the engine 
is done more conscientiously and as the 
engine is driven more efficiently. 
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With respect to the fixing of kilo- 
metrage premiums, the companies apply 
the principle of the just payment of the 
enginemen who work, per full day, a 
prescribed number of hours, when work- 
ing the different classes of train, or on 
shunting, etc... 

This explains why the kilometrage pre- 
mium for passenger trains is lower than 
that paid in the case of goods trains : the 
ratio between the premium scales is 
however such that the gross monthly 
premium of the passenger engine driver 
is greater than that of the goods driver, 
the hours on duty being the same in 
each case. . 

Some Administrations give progressi- 
vely increasing premiums for each 100 
or 1000 consecutive kilometres run each 
month. It will be obvious that the prin- 
ciple of progressively increasing pre- 
miums, if applied to the individual en- 
gines, is more in the interest of the com- 
pany than in those of the enginemen 
working them. 

The standardisation of the sets of men 
is an administrative matter, whereas the 
increase in the distance the locomotives 
run, especially when the engines are 
worked by two sets of men, is only 
possible if the latter have an interest in 
making the maximum kilometrage. 


pions of their ork anil als 


requirements to keep their engines in the © 


best working order, so that any given 
engine can run the maximum distance. 

Let us return to the fuel premiums. 
There are many systems for calculating 
them. The fuel allowances laid down. 
for this purpose, calculated as we said 


above on the actual fuel consumption _ 
_ figures considered separately for the 


Summer season (April- -October) and the 
Winter season (November-Mar ch), are 
still supplemented by special allowances 
such for example as the allowance made 
each time the engine is lighted up from 
cold, each hour the engine is standing in 
steam, each washing out, each time pas- 
senger trains are heated, etc. 


Let us only deal with the part of the 


calculations which relates to the fuel 
consumed to move a train, which repre- 
sents 80 to 90 % of the total quantity 
used. 

The existing methods of calculating 
the fuel allowances, not even excepting 
those based upon adjusted coefficients 
expressly established for this purpose, do 
not include all the factors needed to 
determine the connection between the 
fuel allowance and the true resistance 
of the train. This resistance, as we 


' know, is not only .a function of the 


weight of the train but also depends 
upon the state of maintenance of the 
sliding or rubbing parts of the engine 
itself and upon the number of pairs of 
wheels the train hauls, upon the number 
of covered and open wagons forming it, 


upon the atmospheric — conditions, ete.,© 


Elites 

In addition, the existing methods are 
basically wrong: they do not include 
any indicating element showing the dri- 
ver, all the time the train is moving, the 


most scientific methods of driving the 


engine so as to get the maximum mecha- 


nical effort wits the minimum fuel con- - 


sumption. 


the locomotive and at the same ti 


“A soto | », Baceea mi name « « met 
er » to the whole instrum nent, nos: 


of a mechan eat Poi Ey ¢ e put. 
on the market under the name of er 
« Rona » locomotive meter. ehh ws 7 


We will now endeavour to describe 
this meter by dealing with the Suiepiacts 
upon which it orks and by showing 
how it meets in all respects the TeqUante. 
ments mentioned above. — 


The « Rona » meter. 

The Rona meter, patented in the pri ne. 
cipal countries of the World, is fitted o 

the locomotive itself. It automatically 


gives the reduction effected on the fuel 
allowance in terms of the actual load of - 


enables the enginemen to get the greatest — 
possible kilometrage, whilst the engine 

benefits through being driven in the most 
rational manner. tk 

oa is made ne of three individ 


Totaliser (1) of the Rona meter (see 
fig. 1) calculates the fuel premiums : the 
graduated scale (5) divided up to corres- 
pond with the points of cut-off in the 
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cylinders and the finger (4) which 
moves over the scale indicate the instan- 
taneous cut-off position used by the dri- 
ver. 


3 


Fig. 


graduated scale (6) the divisions of 
which correspond to the distance work- 
ed, expressed in thousands of kilometres, 
should be returned at the beginning of 
each month to the initial position cor- 
responding to the zero division of the 
scale (6). 

The totaliser (3) is intended to register 
the number of kilometres worked by the 
locomotive. 

The finger (7) automatically moves to 
the right, starting from zero, and covers 
the space between the two divisions of 
the scale (6) after each 1000 kilometres 
run. The farther this finger is from 
zero, the greater is the kilometrage pre- 
mium calculated by the totaliser (2). 

The coincidence between the distance 
run calculated by the totaliser (3) and 
the units inscribed by the finger (7) on 
the graduated scale (6) prove that the 
latter is working properly. 

The finger is restored to zero by a 
special key inserted in a keyhole pro- 


The totaliser (2) calculates the month- 
ly kilometrage premiums, on an uninter- 
rupted increasing progression. 

The finger (7) which moves over the 


vided for the purpose and closed by a 
sealed cover (8). 


Totaliser of the fuel consumption. 


What is the principle on which the 
totaliser of the fuel consumptions has 
been designed and on which it works ? 

We know that the locomotive is dri- 
ven most scientifically when the smallest 
cut-offs are used and with the initial 
pressures increased accordingly. 

Trials carried out in this direction 
have shown that when the tractive effort 
of a locomotive is regulated by making 
more frequent use of the reversing lever, 
the regulator being fully open, we can 
in the most rational way govern the 
tractive effort required to meet the run- 
ning times laid down beforehand. 

Moreover, by controlling the operation 
of the locomotive as described above for 
high-speed runs, a considerable reduc- 
tion in fuel consumption can be obtain- 
ed. 


The increase in the tractive effort of 
the locomotive and the economy in fuel 
consumption which can be made in this 
way exceed, in some instances, 10 % as 
compared with the figures when the 
locomotive is handled in the way usual 
with most drivers, that is to say with few 
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changes of cut-off but frequent adjust- 
ments of the steam chest pressures, by 
means of the regulator. For each type 
of locomotive there are cut-offs which 
give the best results and which corres- 
pond, on the one hand, to certain run- 
ning speeds, and on the other, to certain 


consumptions of steam and therefore of ' 


fuel, for each kilometre covered. 
Let us consider figure 2, and assume 


that curve ABCDEFG represents, in terms 
of the most favourable cut-offs from a 
practical point of view, the variation in 
the consumption of Cardiff coal in kilom- 
grammes per kilometre run (Cardiff coal 
is used on the Rumanian railways as the 
conventional unit of comparison of the 
calorific values of other fuels, whether 
solid or liquid). Let us also suppose 
that the second curve A,B,C,D,E,F,G 
represents the variations of the fuel 
allowances calculated so as to favour 
driving with early cut-offs whilst the 
driver can obtain the maximum fuel say- 
ing by using the early cut-offs AA,-BB, 
rather than the late cut-offs DD,-EE,-FF,. 
When drawing the curve of the allow- 
ances ABCDEFG, it is most important 
that the fact that the gross fuel economy 
and the corresponding premium in the 
case of runs over the whole section ought 
to be higher with heavy trains, be not 
overlooked. This result, in spite of the 
apparent reduction of the kilometrage 
premium for the mean and late cut-offs 
used with speeded-up heavy trains, will 
be obtained because the gross distance 
run with the regulator open in the case 
of these heavy trains will always be 
greater than with the light trains. 


Let us transpose the ordinates of the 
curve A,B,C,D,E,F,G, on the straight 
line OM through the centre of the axes. 

We see that the curve of the variation 
of the fuel allowances A,B, ... F,G can 
be replaced by a straight line A, Be 
F,G,. The distances abcdef between “the 
consecutive divisions of the scale of the 
reversing lever will be replaced in the 
same system of ordinates by the spaces 
a,b,c,d,e,f, and then the straight line 
A, CG “will express the variations of the 
fuel. allowances in terms of the cut-offs. 
It should be observed that the ratios 


a, b, fi k iM 
—, — ..— are generally variable since 
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the divisions a,b,c,d,e,f, are not propor- 
tional to the displacement of the revers- 
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ing screw nut between the cut-offs 0.1 ... 
(rei t ow etCe, 


The Rona meter, as has been pointed 
out already, gives the quantity of fuel 
saved on the allowance by means of the 
following arrangement, shown in figures 
2 and 3. . 


5 


The horizontal disc (12) receives its 
motion from ”*one of the locomotive 
wheels by means of the vertical shaft 


Fig. 4. — Example showing the fitting of a 
Rona meter. The meter is driven by the 
vertical shaft which controls the speed in- 
dicator. This layout is merely indicative. 
Note. — Indicateur de vitesse... = Speed indicator. 

— Compteur « Rona »...= Rona meter for locomotives, 


which drives the speed indicator (fig. 4). 
This disc, by making a definite num- 


ber of revolutions per kilometre run 
over, drives the friction wheel (13) 
which can be displaced radially by 
means of a screw (16) from the edge 
towards the centre of the disc. This 
friction wheel, in moving along its 
spindle (14), communicates to this latter 
an angular speed which is the greater 
the farther it is from the centre of the 
dise driving it. 

We see at once that after having com- 
municated to the screw (16) the rotary 
movement, by means of a special drive 
from the reversing gear lever, whilst the 
disc (12) makes a definite number of 
revolutions for each kilometre travelled, 
we get the following results: for the 
positions corresponding to the cut-offs 
0.1 - 0.2 - 0.3... this spindle only makes 
per kilometre travelled such a number 
of revolutions that it can indicate the 
fuel allowance expressed by the straight 
line A,...G,. If this allowance be shown 
not in kilogrammes of fuel, as usual, but 
in « money units » paid as premium 
for each kilogramme of fuel economised 
(on the Rumanian Railways 0.2 lei per 
kilogramme of Cardiff coal) the tota- 
liser (01) (figs. 1, 2 and 3) driven by 
the shaft (14) will indicate the fuel 
allowance directly in money units and 
the sum which appears at each moment 
under the finger represents the succes- 
sive additions during the run at the dif- 
ferent cut-offs. 

In order to arrive at the fuel premium, 
from the amount shown by the totaliser 
(1), the quantity of fuel loaded during 
the same time according to the fuel 
tickets expressed in the same monetary 
units as the premium, has to be deducted. 

In other words, an amount represented 
by the product of the number of kilo- 
grammes of Cardiff coal (see explana- 
tion above) loaded against the fuel 
tickets multiplied by 0.2, this number 
being equal to the premium paid for each 
kilogramme of fuel saved, has to be de- 
ducted. 

If the resulting difference is positive, 


it represents the net premium received 
by the driver for the fuel economised. 
If the difference is negative it represents 
the fine, imposed for excessive fuel con- 
sumption, to be deducted from the dri- 
ver’s pay. 

So that the totaliser (1) only works 
when running with the regulator open, 
it has been fitted with a special small 
servo-motor consisting of a small steam 
cylinder (9) (figs. 1 and 3) connected 
by a steam pipe (10) to the locomotive 
main steam pipe. 

Each time the regulator is opened, the 
steam acts on the piston in cylinder (9). 
This pressure is transmitted to the le- 
vers (11) and causes them to move up- 
wards, the effect of which is to raise 
the disc (12) and to bring it into con- 
tact with the wheel (13). When the 
regulator is closed, the springs fitted 
restore the disc (12) to its initial posi- 
tion, the contact with the wheel (13) 
is broken and the totaliser (1) stops 
and ceases to count. 

In order that the contact of the 
disc (12) with the wheel (13) can only 
occur for sufficiently high pressures, 
the springs are designed in such a way 
that the disc (12) ceases to be in contact 
with that wheel as soon as the steam 
pressure in the steam pipe becomes 
lower than that laid down by the mana- 
gement. 

The drive from the reversing screw 
nut to the regulating screw (16) (fig. 3) 
is arranged as follows: the nut (17) of 
the reversing lever (figs. 5 and 6) is 
replaced by a support (18) carrying a 
pinion wheel on the centre of which a 
bevel gear (19) is fastened and drives a 
second bevel gear (20). 

When the reversing screw nut moyes 
along its screw, the pinion comes in 
contact either with the rack (21) or the 
rack (22) and moves in either one or 
the other direction. Its movement ro- 
tates the shaft (23) which has longitu- 
dinal slots cut in it so that the whole 
assembly formed by the bevel gears 
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Fig. 5. — Reversing screw nut and graduated 
scale of cut-offs. 


(19-20) can move along it. A chain 
which passes over the toothed wheel (24) 
keyed on the end of the shaft (23) out- 
side the cab, and also over the toothed 
wheel (25) (figs. 1 and 6) transmits the 
rotary motion of the shaft (23) to the 
gear (26) (fig. 1) and to the screw (16) 
(fig. 6). 
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— Transmission of the movement to 
the regulating screw of the fuel consumption 
totaliser. 


We see therefore that any movement 
of the reversing screw nut towards the 
ends of the graduated scale for fore or 
back gear running causes the displace- 
ment of the fork carrying the wheel (13) 
(fig. 3) from the centre of the disc tow- 
ards its periphery. Conversely, the mo- 
tion of the reversing screw nut from the 
ends of the graduated scale towards the 
centre, are accompanied by displace- 
ments of the fork carrying the wheel (13) 
{fig. 3) from the periphery towards the 
centre of the disc (12). 

In order that the distances a,b,c,d,e,f, 
(fig. 2 and indicator 5, fig. 1) corres- 
pond to the distances abcdef of the gra- 
duated scale of the reversing lever, seeing 

a, i 
that the ratios — ... — are not equal to 
(Stead 
one another, in the transmission of the 
movement from the reversing screw nut 
to the screw (16) (fig. 3), two cams (not 
shown in the drawing) have been added, 
their profiles being such that the angular 
displacements of the driving cam are 
proportional to the distances abcdef 
whereas those of the driven cam are pro- 
portional to the distances a,b,c,d,e,f,. 

The great advantages of this Rona 
meter over all other systems of con- 
trolling the fuel consumption of the loco- 
motives can be readily appreciated from 
the brief description and from the con- 
densed account of the principle of oper- 
ation of the meter just given. 

The following summarises them : 


1. All the complicated calculations — 
which cannot be checked — to arrive at 
the fuel allowance, are made automatic- 
ally by the locomotive itself. 


2. The devices used to make these cal- 
culations work reliably and cannot be 


tampered with by the men affected; the 


apparatus is sealed up and is protected 
by an outside cover; all parts of the 
drive, even those to which access is 
given, cannot be put into movement ex- 
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cept by the locomotive wheel and the 
reversing lever: the graduated scale of 
cut-offs (5) and the finger (4) (fig. 1) 
allow the depot staff to check at any 
moment, without removing the cover, the 
agreement between the position of the 
reversing lever and the friction wheel 
(Giay) (GnieS Bye 


3. The consumption allowances are 
calculated in terms of the real load on 
the pistons, that is to say by bringing in, 
in equal measure, the influence of the 
weight and number of pairs of wheels on 
the train, the track. resistance, the 
weather conditions, the kind and state of 
the rolling stock hauled, for example the 
state of the axle journals, the number 
of open or covered wagons, the number 
of plain bearings or roller bearings, etc... 


4. The calculation of the fuel allow- 
ances is based on the following admitted 
scientific elements: the expenditure 
of fuel per kilometre travelled in terms 
of the speed, and the fuller use of the 
greatest rates of evaporation per square 
metre of heating surface. 


5. The servo-motor, properly set, for- 
ces the driver to regulate the running of 
the engine by using the best cut-offs. 

6. The possibility of varying the set- 
ting of the meter between very wide 
limits enables the user to find a setting 
which will in all cases favour the engine 
driven at the best cut-offs from the fuel 
consumption point of view. 


7. The calculation of the fuel premium 
is in accordance with the principles of 
paying the staff just remuneration. 


8. If the companies do not consider it 
desirable to introduce fuel premiums, 
the Rona meter, set in such a way that 
the indications of the totaliser (1) (figs. 
2 and 3) correspond to the curve of 
expenditures A, ... G,, can be used to 
ascertain the virtual overall coefficients 
with the object of checking the fuel con- 
sumption. 

9. The Rona meter is also instructive 
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in itself as it habituates the locomotive 
men to drive their engines on sound ° 
methods, which enables them to get the 


maximum output with the minimune 
fuel consumption. 


10. The Rona meter, by letting the 
men see at all times the amount of pre- 
mium they have gained, has a stimulat- 
ing effect psychologically, which incites. 
them to be more conscientious in driv— 
ing and looking after the engines the 
management has placed in their hands. 


Totaliser of the kilometrage premiums. 


On what principle has the kilometrage 
totaliser been designed and how does it 
work ? 

The kilometres run by a locomotive 
between .two general repairs obviously 
can only be increased if the ordinary 
running repairs are done very care- 
fully by the men working it. Every 
increase in kilometres run means a re- 
duction of the cost of heavy repairs and 
renewals, and consequently the payment 
of kilometrage premiums based on the 
principle of an allowance progressively 
increasing with the distance not only 
meets the interests of the management but 
also acts as an excellent stimulant for 
the men working the locomotives. 

The Rumanian Railways’ management 
gives progressively increasing premiums 
for each 1.000 consecutive kilometres run 
by an engine per month. The increase 
in the kilometrage premium rate for the 
driver in terms of the distances run, 
shown as abscisse in figure 7, is repre- 
sented by a broken line Ag, a8, vd... OX. 

The fireman receives two thirds of 
this premium. 

The Rona meter automatically calcu- 
lates the driver’s premium on the prin- 
ciple of the unbroken increasing rate 
shown by the straight line AOB and oab: 
reQlie 

The straight line AOB represents the 
law of increase of the premium for each 
consecutive kilometre in terms of the 
distance travelled whilst the straight 
line oab ... gh represents the total pre- 
mium for the month’s run. 
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‘In order to establish the relationship 
between the kilometrage premium and 
the costs of locomotive repairs and re- 
newals, let us use the statistics relating 
to the Campina-Brasov line, on which 
there are gradients of 22 to 25 °/,, (1 in 
45 to 1 in 40). 

These statistics show that for an aver- 
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age monthly distance of 3100 km. (1 925- 


miles) run by a locomotive, the costs of 
repairs and renewals per kilometre run 


amount to 36 lei (ordinate 03 of the 
right scale). The driver’s premium cal- 
culated by the Rona for the work done 
under the same conditions amounts to 
0.44 lei per locomotive-kilometre (ordi- 


nate 03 of the left scale). 

The corresponding premium per loco- 
motive-kilometre, ignoring the monthly 
kilometrage run, would be expressed by 
a straight line KL parallel to the axis of 
the abscissee. In the above case, the 
straight line would have included at the 
right scale certain repair and renewal 
costs which do not depend upon the 
monthly kilometrage run by the engine, 
but are expressed in terms of locomo- 
tive-kilometres. 

This changes completely, however, 
when the premium is paid on a progres- 
sively increasing rate. 

Let us take a locomotive running some 
3100 kilometres monthly. A less dist- 
ance will indicate inadequate mainten- 
ance and the engines of the same group 
will show an increase in repair costs 
per locomotive-kilometre. The costs of 
renewal will also show an increase be- 
cause the reduction in kilometrage will 
necessitate an increase in the number of 
locomotives to cover the trains arranged 
by the management. 

Contrariwise, the locomotives exceed- 
ing this figure will show a reduction in 
the costs of repairs and renewals. 

For this reason the straight line KL 
of the established expenditure will be 
replaced by the straight line MON vary- 
ing in inclination to the axis of the 
abscissee. It will show the variable ex- 


penditure as being great for monthly 
distances below 3100 kilometres and 
small when the distance exceeds this 
figure. 

We see at once that if, as an example, 
we effect a small percentage reduction 
in the costs of repairs and renewals 
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even in this case, it will be quite rea- 
sonable to increase the driver’s pre- 
mium for each locomotive-kilometre by : 


B7 — 03 
03 


0.74 — 0 44 
erie eee 
100 = about 68 °/,, 


7 


or 0.3 lei. In this case the cost of the 
premium to the administration will in- 
crease the expenditure per locomotive- 
kilometre by only 0.6 lei (0.3 lei for the 
driver, 0.2 lei for the fireman and 0.1 lei 
for the shops and shed staff), which re- 
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0.64 they have reached this distance. The 
presents only x 100 = 15 % of the wheel (13’) in moving progressively 
apie away from the centre of the disc (12/) 


saving effected under the heading of lo- 
comotive renewal costs. 


As the straight ON approaches ON, 
the costs of repairs and renewals dimi- 
nish at a progressively increasing rate, 
and the premium corresponding to 
ordinate B7 is thus better justified. 

The kilometrage premium totaliser is 
arranged as follows : the angular move- 
ments of the spindle (26) (fig. 8) driven 
by a wheel of the locomotive are pro- 
portional to the distances run. Its mo- 
vement is transmitted, in two direc- 
tions, to the disc (12’) and to the screw 
(167). 

At the beginning of each month, by 
means of a special key, this screw is 
turned tn the anticlockwise direction 
so as to bring back the fork (15’) and 
the wheel (13’) carried by it as close 
as possible to the axis of the disc (12’). 
This limiting position is obtained when 
the finger (7) of the graduated scale (8) 
(fig. 1) is in Jine with the division 0 the- 
reof. 

The movement transmitted to the 
screw (16’) is so proportioned that the 
displacement of the fork (15’) from its 
original position (centre of the disc 
(12’) to its final position (periphery of 
the disc) is uniform during a distance 
of 7000 kilometres. 

That the position of the fork (15’) 
shows the distance worked is controlled 
first of all by the position of the finger 
(7) on the scale (8) the divisions of 
which indicate the distance in thous- 
ands of kilometres run since the begin- 
ning of the month, and secondly by the 
third totaliser (3) (fig. 1) which adds 
up uninterruptedly the kilometres tra- 
velled. ; 

In the cases in which the kilometres 
run exceed 7000, the fork (15’) and 


consequently the wheel (13’) remain in, 


the same positions they are in when 


turns with a growing number of revo- 
lutions without interruption for each 
kilometre covered and the totaliser of 
the kilometrage premiums (2) adds them 
up following the curve oabe... (fig. 7). 

For distances exceeding 7000 kilo- 
metres, as the wheel (13’) remains in a 
fixed position relatively to the centre 
of the disc (12’) the premium added up 
by the totaliser (2) corresponds for 
each locomotive-kilometre to a fixed 
rate represented by the straight line BC. 

This brief description of the kilometr- 
age premiums totaliser shows that this 
apparatus has the following advantages 
over the usual methods of calculation : 


1. The whole of the complicated cal- 
culations are made automatically by the 
locomotive itself. 


2. The apparatus is reliable in work- 
ing and prevents any tampering on the 
part of the staff concerned. 


3. The calculation of the kilometrage 
premiums is based on methods which, 
whilst duly safeguarding the interests 
of the management, satisfy the prin- 
ciples of just remuneration of the staff 
affected. 


4. The kilometrage premium totaliser 
enables the staff to know at any time 
the total premium for any distance co- 
vered. It thus psychologically stimulates 
the staff and incites them to colla- 
borate more actively in maintaining the 
engines and looking after their mecha- 
nism. 


5. When the system of kilometrage pre- 
miums is not in force, the totaliser (2) 
can be used to obtain more accurate vir- 
tual constants in order the better to 
check the costs of repairs, maintenance 
and renewals budgeted for at a locomo- 
tive depot or for a running section, a 
workshop, etc... 
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Tests. 


In order to observe its behaviour un- 
der working conditions, a Rona meter 
has been fitted to a 4-6-0, class 230, Ger- 
man type P/8 locomotive, working dif- 
ferent passengers trains. The first avail- 
able locomotive was fitted principally 
with the object of finding out if it were 
possible to use the meter rationally on 
an engine for which we lacked the 
technical data obtained from dynamo- 
meter car trials. 

During the trial period, the locomo- 
tive selected was found to have the 
following defects: some reduction of 
clearance volume at the rear end of the 
right hand cylinder, which increased the 
steam compression at early cut-offs, and 
the scale of cut-offs at the reversing gear 
was displaced backwards, making the 
actual cut-off earlier than those indicat- 
ed. 

During the trials, careful note was 
made of : 


1. Cut-off used. 

2. Steam pressure in the boiler and 
steam chest. 

3. Quantity of water used. 

4. Quantity of fuel consumed. 


The cut-offs used were then marked 
on the speed diagrams obtained from the 
Hausshalter speed recorder, and also the 
track resistance, so that we could cal- 
culate approximately the tractive effort, 
which we will designate by Fi, and the 
work Fi.x S x 1000 done by the 
locomotive working a distance of S kilo- 
metres with the regulator open. 

From the quantity of fuel used we de- 
ducted: 4 % for the brake pump, 8 % 
for the oil burner and for heating the 
oil, and 4 % for the fuel used during 
stops with closed regulator, a total of 
20 %. 

The remainder which we will call Bm 
represented the fuel used by the loco- 
motive itself. 


- 


Fi X S X 1 000 


Th aietorimnnla | 
see ae 427 x Bm Xk 


enabled us to find the average value of 
the coefficient of utilisation of the loco- 
motive, which equals 0.065. 

It has been found that the average 
steam consumption was 36 kgr. per m2 
of heating surface, which corresponds to 
a consumption of 800 kgr. of Cardiff 
coal, the conventional unit of comparison 
of 7350 calories (13 200 B. T. U.) used 
on the Rumanian Railways. 

Fix S x 1000 
427 < 800 7 350 


0.065, the diagram of the average tractive 
effort relatively to the speed, ignoring 
variations in output, has been drawn. 
On the same diagram the values of the 
tractive efforts relatively to the cut-offs 


By using equation 
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Fig. 9. — Results of tests with the Rumanian 
4-6-0 locomotive, class 230 (German type 
P.8) working a passenger train (without 
feed, water preheating). 

Tractive effort diagram corresponding to an 
average steam consumption by the engine 
of 35 ker. per m2 (7. 17 lb. per sq. foot) of 
heating surface per hour. 

« = 0.3, 0.4, etc. = the values of the tractive 
effort. corresponding to the cut-off of 80 %, 
40 %, etc. Fuel used = crude oil and lignite 
in the proportion of 4.8: 1. Evaporative 
value of the fuel = 7.8 ker. Coefficient of 
use of the locomotive : 0.065. 


Note. — Fa = Adhesive force. 


Table of trials with the Rona meter. 
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tween the allowance and the actual con- 
sumption. 

It must be noted, however, that in the 
case of heavy trains or in the case of 
running at high speeds, the allowance 
calculated by the meter and therefore the 
driver’s premium also increase because 
it is necessary to use medium cut-offs 
more offen and because the distances 
run with the regulator open also in- 
crease. 

It must not be forgotten that the dif- 
ference between the allowance and the 
actual consumption, too great when early 
cut-offs are used, gives a reserve cover- 
ing the fuel used for accessory purposes, 
which in Winter, as we have shown 
above, represents some 20 % of the total 
quantity of fuel used. 

The accuracy of the principles explain- 
ed above has been confirmed by practi- 
cal trials. 

The first part of these trials was made 
under favourable weather conditions, 
whereas during the second part the 
weather was bad, a snow storm raging, 
and the train was heavier. As a result 
the fuel used in the second trial was 
37 % higher than that used during the 
first. 

According to the Rumanian State Rail- 
ways’ regulations, the allowance of fuel 
per kilometre for the class P/8 locomo- 
tives working a passenger is 16 ker. be- 
tween Bucarest and Ploesti, 17 kgr. be- 
tween Ploesti and Buzau and 18 kgr. be- 
tween Buzau and Marasesti, and in Win- 
ter, when there is more than — 10° (14° 
F.) of frost, these allowances are increas- 
ed by 10 % for the engine and 15 % for 
heating the train with steam from the 
boiler. 

The premium calculated according to 
the above regulations was 233.6 lei in 
the first case, whilst in the second, owing 
to the increased consumption, the driver 
would have had to pay a fine of 7.6 lei. 

The Rona meter showed a premium in 
the first case of 191.6 lei, and 204.4 in 
the second. 


As for the kilometrage premium, the 
Rona meter calculated it at 59.7 lei in 
the first case, and 67.8 in the second. 


Iiad this premium been calculated ac- 
cording to the regulations, i. e. according 
to the straight line A a, a8, ee OX Cis. 7); 
it would have been the same in both 
cases. 


This shows that the Rona meter re- 
munerates the driver much more fairly. 


It may be questioned, however, if the 
managements can pay premiums higher 
than those laid down in the existing re- 
gulations. This question can be answer- 
ed in the affirmative, as the Rona meter 
makes it possible to effect fuel econo- 
mies and to reduce the repair costs and 
these savings or at least a part thereof 
can be used expressly to increase the 
total of the premiums. Obviously this in- 
crease in the total premiums will not 
occur straight away, and so long as the 
amounts so economised do not allow this 
increase to be made, the Rona meters, for 
a certain period, should be used to de- 
termine the virtual constants in order 
to be able to pay premiums proportional 
to these constants without, however, ex- 
ceeding the money set aside in the bud- 
get for this purpose. 

Furthermore, to simplify these calcu- 
lations, the Rona meters can be set so 
that the constants shown conform as 
closely as possible with the sums the 
administration has at its disposal for 
paying these premiums, 


Conclusions. 


The political instability and the pre- 
sent financial difficulties have had de- 
plorable consequences on the discipline 
and on the professional conscience of 
the men. The supervision and the main- 
tenance of the rolling stock has suffered 
in consequence. This explains why on 
many lines the fuel used per 100 gross 
tonne-kilometres is almost the same as 
before the War, in spite of all the impro- 
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vements made to the locomotives, such as 
the higher superheat, or feed water heat- 
ing, which have shown savings of 10 to 
20 %. 

There is no doubt but that if the staff 
is given a more clear interest in the re- 
sults of its work, a real improvement in 
the maintenance of the engines will be 
obtained, which will lead to fuel economy 
and to the distance run being increased 
without the normal maintenance and re- 
pair costs being increased. 

The example we quote below shows 
that only a very small saving is needed 
to be able to improve the material si- 
tuation of the staff concerned and to 
pay off very quickly the first cost of 
the Rona meter. 

On diagram MN (fig. 7) we have shown 
that the cost of repairs and renewals of 
the locomotives running over a difficult 
mountain section (Campina-Brasoy) with 
heavy gradients, according to the statis- 
tics is 36 lei per locomotive-kilometre, 
for a monthly distance run of 3100 kilo- 
metres. The cost of the;fuel per locomo- 
tive-kilometre on the same section also 
amounts to 36 lei. 

The sum of the whole of the expenses 
(locomotive running and shop) being 90 
lei per locomotive-kilometre, the cost of 
fuel, repairs and renewals represents 
therefore quite 80 % of the total of these 
expenditures. 

Even, if this proportion is lower on 
certain sections, it is none the less true 
that the expenditure under these two 
headings is the most important in the 
locomotive running department. The 
premium system ought therefore to direct 
attention to getting the best results as to 
the use of fuel and to improving the state 
of repair of the locomotives, under con- 
dition of their being better utilised. 


Let us suppose that, for a locomotive 
with an annual kilometrage of 36 000, 
the saving effected is 3 %; this will give 
a saving of : 


(30 + 36) x 36000 x 0.03 = 77 760 lei. 
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The parts of the staff who share in the 
premiums are as follows : 


a) Administration, depots, cle- 
rical staff, boilerwashers, 


and cleaners . 2.20) Ver 

b) Workmen in the depot shop 4.24 lei 
c) Driver and fireman 6.68 lei 
Total 13n9 Aen 


per locomotive-kilometre, or per annum : 
13.19 x 36000 = 474 840 lei. 


Now if we assume that 50 % of the 
saving effected is set aside to increase 
the amount of the staff premium (it 
should be noted that the men in the main 
workshops are not included in the above, 
because they receive production pre- 
miums which are provided from ‘other 
sources) and 30 % for the reduction of 
the expenditure in the locomotive run- 
ning department and in the workshops, 
there will still be a margin of 20 % 
which represents 77 760 « 0.20 = 15 552 
lei, that is to say a sum large enough to 
pay off the meter and its installation in 
less than 4 years. 

The earnings of the men will be in- 
creased by 


77 760 x 0.5 x 100 


= 8 % approxima- 
474 840 
tely, whilst the locomotive running and 
workshop expenditure per locomotive- 
kilometre will fall by 
77 760 x 0.3 x 100 
-= 1 % approxima- 


90 x 33000 


tely. 

Actually the real percentage will be 
much higher-than this figure as the costs 
of renewal, maintenance and repairs will 
be still further reduced. 

’ Moreover, the costs of fitting the me- 
ters can be paid off quickly and, as soon 
as they have learnt to use the meter, the 
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share of the staff in the savings can be 
reduced progressively. 

The above shows that the Rona meters 
can be of use, not only in connection 
with the mechanisation of the calcula- 
tions of the premiums granted to the 
staff, but also in the rationalisation of 
the principles upon which the import- 
ance of these premiums is based, because 
they make it possible to control these, 
the most important items of expenditure 
in the locomotive running and workshop 
departments. 


15 


From this point of view, the Rona 
meters can be compared with the cal- 
culating machines now employed in all 
modern accountancy. These machines 
have made it possible to mechanise the 
accounting methods and have improved 
them by standardising all the most ratio- 
nal systems. 

Tests made to decide how far the 
Rona meters are instructive, mentioned 
at the beginning of this article, are still 
being continued and the results will be 
reported at a later date. 


NEW BOOKS AND PUBLICATIONS. 


[ 686. 4 ( 494) & 686, 2 (.494) ] 


RAILWAY AND ROAD TRANSPORT. — Memorandum by the Board of Directors 
and the General Management of the Swiss Federal Railways on the Regulation of the 


relations between railways and road motor transport (26th June 1933). — 
(9 7/8 in. X 6 1/2 in.) of 100 pages with 3 maps. 


The Board of Directors and the Gen- 
eral Management of the Swiss Federal 
Railways have sent to the Federal Post 
Office and Railways Department a.com- 
mon memorandum on the regulation of 
the relations between railway and road 
motor transport. This memorandum, 
100 pages in length, was approved by the 
Board of Directors on the 26th June, 
1933. It gives the history of the dis- 
cussions which took place with repre- 
sentatives of road transport, reports 
on the probable effects of the proposed 
legislative measures these discussions 
have led to, and includes, in addition, 
a large amount of valuable information 
on the question of competition between 
rail and road. It completes the report 
of the 7th February, 1933, on the restor- 
ation of the financial situation of the 
Swiss Federal Railways. This delay of 
nearly five months is explained by the 
fact that it was not possible to elaborate 
this memorandum before the conclusion 
of the negociations with the representa- 


A pamphlet 


tives of road transport, undertaken with 
a view to finding an agreed draft for 
a Federal law to regulate the transport 
of goods and cattle on public highways 
by means of motor vehicles, as well as 
an agreement for sharing the traffic and 
co-ordinating railway and lorry trans- 
port. 

The introduction brings out the fact 
that the regulation of the relations be- 
tween railway and road motor is an 
essential condition if the financial posi- 
tion of the Federal Railways is to be 
put on a healthy basis which can last, 
and consequently is the only way the 
legislator can be sure that the Confe- 
deration will not have to burden itself 
with an even heavier share of the Swiss 
Federal Railways’ losses. The memo- 
randum, in its six main chapters, then 
gives in great detail the system proposed 
for granting concessions for the trans- 
port of goods by road, carried out as a 
trade within an area of 10 to 30 km. 
(6.2 to 18.6 miles), and the generalisa- 
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tion, resulting from this concession 
system, of Asto services over the whole 
country. The public has already been 
kept well informed about the provisions 
of the projected law and the agreement 
concluded between the parties concern- 
ed. The co-relation set up between the 
concession system and the Asto will 
make it possible to make a fundemental 
reform in the railway services by giving 
over to the motor the greater part of 
short-distance goods traffic (limited by 
this law to 30 km. (18.6 miles). This 
innovation is equivalent to linking up 
directly with the railway, at least in the 
case of the goods traffic, many localities 
at some distance from the railway. This 
extension to the national transport sys- 
tem is not detrimental to private enter- 
prise, as the working of all the motor 
transport services is transfereed to a 
new Sesa, which has been made into 
a co-operative society. In order to 
carry out its duties, this latter will have 
recourse to private transport under- 
takings already in existence, with which 
it will make contracts. It is interesting 
to point out, in this connection, that 
the projected law in question has already 
received much attention from a large 
part of the technical and daily press of 
other countries, which has particularly 
stressed the development of the public 
transport system which this concession 
system provides. 

The promulgation of the projected 
law gives rise to a constitutional pro- 


blem, which the memorandum should 
elucidate. Based largely upon the opi- 
nion given by Professor Blumenstein, it 
comes to the conclusion that, as private 
traffic is not affected by the projected 
regulations, it is not necessary to amend 
the Federal Constitution. In their final 
proposal, the Board of Directors and the 
General Management ask the Federal 
Post Office and Railways Department to 
elaborate a proposal for a concession 
law, after giving due consideration to 
the projected scheme got out in agree- 
ment with the railway administrations 
and the road representatives concerned. 

To the memorandum are appended : 


1. The agreement of the 27th May 1933 
between the railway administrations and 
the road motor industry representatives 
concerned, to divide up the traffic and 
co-ordinate the railway and lorry serv- 
ices; 

2. a projected law regulating the trans- 
port on the highways of goods and cattle 
in motor vehicles; 

3. a graph showing the relations set up 
under the system for dividing the traffic 
and co-ordinating the railways and road 
motor services according to the agree- 
ment of the 27th May 1933; 

4, the results of an enquiry into the 
extent of goods transport by motor lor- 
ries; 

5. a report on the official regulations 
governing competition abroad. 


August, 1933. 


